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ABSTRACT 
Through a study on the development of the Hong Kong-Zhuhai-Macau Bridge 
project, this thesis tries to understand the characteristics, problems and possible 
improvement of the regional governance of the Greater Pearl River Delta. On one 
hand the thesis analyzes the roles of different stakeholders in this project; on the 
other hand the thesis analyzes the form of cooperation and coordination among 
stakeholders. 
According to second hand data and personal interviews, the author can conclude 
that the government is still the major stakeholder and plays a leading role, while the 
private sector and civil society such as NGOs are important in initiating the project 
and play some supporting roles in the stage of decision making. They have 
participated as the think tanks and monitors rather than one of the decision markers. 
There are two major ways for stakeholders to participate in the GPRD region. First, 
there is an official cooperation mechanism such as the Hong Kong-Zhuhai-Macau 
Bridge Preparatory Work Co-ordination Group, which is mainly a channel of 
coordination and cooperation among governments; other stakeholders are usually not 
involved. Second, there are activities in civil society such as conferences and forums. 
However, their influences are hard to estimate and vary in different occasions. 
Clearly, the interaction between government and non-govemmental stakeholders is 
not adequate. 
Private sector and civil society have reached a general consensus on the bridge 
project. They are expecting a better regional transport network. In addition, after 
years of intermissive negotiations and adjustments in the mindset of regional 
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cooperation, the coordination by the Central Government, and the facts of severe 
problems on economic development and regional competition, governments in the 
Greater Pearl River Delta region are now more willing to develop the bridge project 
under a basic consensus. It has a positive impact on the bridge project as well as 
other regional issues to achieve a close cooperation. However, it is necessary and 
also possible to improve the interaction between government and non-governmental 
stakeholders. The trilateral governmental mechanism for cross-boundary issues can 
also be enhanced. It is expected that every stakeholder can function better in the 
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Since the opening of China in 1978，the economic development in the Pearl River 
Delta (PRD) has been so rapid that it is regarded as a miracle in the world. To a large 
extent, the large amount of Hong Kong and Macau investment is the driving force of 
PRD's economic development in different sectors such as manufacturing, real estate 
and infrastructure development. Many industrial firms in Hong Kong and Macau 
have moved to the PRD region during the past two decades. The handover of Hong 
Kong and Macau to China in 1997 and 1999 respectively with the implementation of 
the "one country, two systems" allows closer relationship between Hong 
Kong/Macau and the PRD region. The promising situation is that not only the 
bi-lateral flows of goods and capital keep rising, the bi-lateral flows of people and 
information also grow significantly. Nowadays, the PRD region is a famous world 
factory, while Hong Kong is an international hub and Macau is proud of her tourism 
and gaming industries. The whole region, known as the Greater Pearl River Delta 
(GPRD) region, is strong in regional competitiveness. 
The above picture reflects another fact: the demands for cross-boundary 
infrastructure and services are increasing rapidly. As Li and Jiang (2003) describe, 
the demand would foster the improvement of the cross-boundary transport network 
as well as the construction of other infrastructure and the social network. But there is 
inadequate coordination in various aspects such as cross-boundary infrastructure 
development among cities. Vicious competition between Hong Kong and PRD has 
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emerged and become more and more serious, which has resulted in the duplication of 
major infrastructure and conflict in development strategies. It is a big disadvantage 
for the GPRD region. 
In the age of globalization, "region" is a common unit of economic development 
in the world. The meaning of "region" however, varies from the level of city-region 
such as Shenzhen-Hong Kong (Chu et al., 1997; 2002 and Kan, 2001) to a 
continental scale like European Union (Newman, 2000); there are also regions within 
a country or cross-national border. Each region shares a common interest, to make 
use of the competitive advantage of each city in the region to strengthen the power of 
the region and its position. The construction of cross-(national) boundary 
infrastructure is a common activity for the region. Good cross-boundary 
infrastructure, especially transportation, can facilitate the flows of people and goods 
throughout the whole region such as the case in Randstad, the Netherlands. In the 
regional governance approach, cities and stakeholders such as governments, private 
sector and civil society coordinate and formulate regional policies through different 
mechanisms in different formats for all these economic and infrastructure matters. 
One important point is that regional governance is unique in each region and the 
regional governance of each region is influenced by the politics, history, economic 
and culture of the region (Chu et al., 1997). 
This thesis tries to examine the regional governance and the issue of 
cross-boundary infrastructure in the GPRD region. What are the reasons of the 
emergence of regional governance issues in the GPRD region? What is the role of 
government in the regional governance of the GPRD region? Is there any 
participation of non-govemmental stakeholders? If any, how do they participate? 
2 
What is the participating mechanism for stakeholders? In the case of the 
cross-boundary infrastructure such as the Hong Kong-Zhuhai-Macau Bridge 
(HZMB), what is the process of regional governance in the GPRD region? Through 
answering above questions with insights, the thesis attempts to contribute to the 
understanding and future development of the regional governance of the GPRD 
region. 
Research Objectives 
Nowadays, many scholars recognize that the economies in the world are 
changing under the influence of globalization. Traditionally, country is the unit of 
economic development. Later on, there are the developments of multi-national 
corporations and the new international division of labor. It is argued that 
globalization affects the functioning of countries as well as the groupings and the 
structure of mega-cities and regions. City and region are rising as the units for 
economic development and competition as well as wealth generation and 
accumulation (Lo and Yeung, 1998; Mittlelman, 1996; Short and Kim, 1999 and 
Yeung, 1993; 2000). As the unit for economic development, a region attempts to 
achieve better use of resources and avoid the wastage of resources. The ultimate goal 
is to raise the competitiveness of the whole region. There is regional cooperation and 
coordination not only on economic issues, but also on political issues and planning 
strategies such as European Parliament and the Regional Development Agency in the 
U.K. All these regional governance issues are well documented in previous studies 
(Leach and Percy-Smith, 2001; Newman, 2000 and Perkmann, 2002). However, the 
study of regional governance has the following inadequacies: 
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1. The study of regional governance was first emerged in the discourses of 
western scholars (Chu et al.，1997; Davoudi, 1995; Mayer, 1995 and Zhang 
and Zhuang, 2000). Their study regions are usually European countries and 
America, such as Newman's study of European Union and Olberding's 
study of the U.S. (Olberding, 2002). In the recent years, similar studies are 
carried out in Asia, China and also the GPRD region. Nevertheless, such 
studies are still few and the understanding of the regional governance in the 
GPRD region is still very limited. 
2. As mentioned above, regional governance is unique in each region and most 
of the present studies are focused on European regions and American 
regions, existing theories and concepts are based on the western experiences 
and are describing the trajectory of regional governance in western societies. 
How much can these theories and concepts be adopted and reflect the 
regional governance in the GPRD region are not known. Even though some 
scholars have applied these theories and concepts to the cases in China, no 
theory can fully interpret the characteristics in the GPRD region. 
Meanwhile, there are many regional issues need to be dealt with in the GPRD 
region. Among all, the HZMB is one of the most popular issues and attracts the 
concern of various stakeholders successfully. Therefore, it is chosen as the case study 
of this research that has the following objectives: 
1. To understand the present situation of regional governance in the GPRD 
region; 
2. To examine the process of regional governance in GPRD through the case 
of cross-boundary bridge, and 
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3. To examine the regional governance network and explore the causes and 
possible solutions of regional governance problems. 
By examine the problems and failure of the present mode of regional governance, the 
causes of the regional governance can be identified. This can help modify or 
construct a new model of regional governance for the GPRD region (Chen and Hu, 
2003a). 
Definitions 
Greater Pearl River Delta 
There are different definitions of the PRD region based on different criteria, such 
as physical condition, economic development and political jurisdiction. They have 
been used in different studies. 
Due to historical and political conditions, Hong Kong and Macau are not 
included in the PRD region. Hong Kong and Macau used to be two colonies and now 
are two Special Administrative Regions (SARs) under "one country, two systems", 
on par with Guangdong Province and directly responsible to the Central Government 
(Sung et al.，1995). However, according to physical and economic conditions, Hong 
Kong and Macau cannot be separated from the PRD region. Physically, Hong Kong 
and Macau are in the tips of eastern part and western part of the delta respectively, 
with land borders with Shenzhen and Zhuhai respectively. They share the same Pearl 
River basin. Economically, there are large investment flows and commercial 
interactions between the PRD region and the two SARs. The case of HZMB is a 
matter related to the regional transport network, regional flows and regional 
economic activities. 
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Therefore, according to physical and economic aspects, Hong Kong SAR, Macau 
SAR and the PRD region must be considered as an integral part and the term Greater 
Pearl River Delta (GPRD) region is used in this research. GPRD region consists of 
Hong Kong SAR, Macau SAR and the PRD region. However, it is not an official 
designated region by the Central Government. The PRD region refers to the PRD 
Economic Region officially demarcated by the Guangdong Provincial Government in 
1994 (Lu, 1995，cited by Shen et. al.，2000; Siu and Li, 2002). The PRD Economic 
Region consists of: 
1. Shenzhen Special Economic Zone (SEZ) (part of Shenzhen) and 
Zhuhai SEZ, designated in 1980; 
2. Guangzhou Open Coastal City (OCC)，designated in 1984，and 
3. Open Economic Area that first designated in 1985 ("small delta") and 
extended in 1987 ("big delta"), excluding Guangning county and 
Qingyuan urban area (Figure 1.1). 
Guangdong 
Figure 1.1 SARs and cities/counties in the Greater Pearl River Delta in 2004 
Note: Areas with dot mark are now districts of prefecture-level cities. 
Source: used with the permission of J. Shen, with modification. 
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Hong Kong, Macau and all cities/counties in the PRD Economic Region as well 
as their administrative hierarchical are listed in table 1.1. 
Table 1.1 Area units in the Greater Pearl River Delta region 
Special Pearl River Delta Economic Region in 2004" 
Administrative Urban area of District of County-level city County 
Region Prefecture-level Prefecture-level 
city city (originally 
county-level 
city/county) 




Guangzhou Panyu, Huadu Conghua, 
(OCC, 1984) Zengcheng 
Shenzhen (Part 
of Shenzhen is 
SEZ, 1980) 
Zhuhai (SEZ, Doumen 
1980) 
Foshan Shunde, Nanhai, 
Sanshui, 
Gaoming 
Huizhou Huiyang Huidong, Boluo 
Dongguan 
Zhongshan 
Jiangmen Xinhui Taishan, Kaiping, 
Heshan, Enping 
Zhaoqing Gaoyao, Sihui 
Note-, a. reflect the administrative hierarchical situation of the PRD Economic Region up to 1 January 
2004. 
Source: Poon, 2000. With modification 
One point should be noted that, since the PRD Economic Region created in 1994， 
some of the original 28 cities/counties have been reconstituted, nine of the 16 
county-level cities have been abolished and integrated into different prefecture-level 
cities as urban districts, such as Shunde, Nanhai, Sanshui and Gaoming were 
integrated into Foshan as its four districts on 18 January 2003. On the other hand, 
one county in Huizhou, namely Longmen county, and four counties in Zhaoqing, 
namely Guangning county, Deqing county, Fengkai county and Huaiji county, are 
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not included in the PRD Economic Region. Shenzhen, Zhongshan and Dongguan are 
the only three prefecture-level cities in the PRD Economic Region that do not have 
any county-level city or county under their administration. 
"cross-boundary ” 
This research examines the issues of cross-boundary infrastructure in the GPRD 
region. As there are 19 cities/counties under Guangdong Province and two SARs in 
this region, cross-boundary issues can be those SAR to SAR, SAR to city or city to 
city，which are in different administrative hierarchical levels. It is necessary to define 
the meaning of "cross-boundary" for this research. 
Even though there are 19 cities/counties in the PRD Economic Region, the issues 
between these cities/counties will not be regarded as cross-boundary issues in this 
research. Any cross-city/county boundaries major infrastructure project among these 
19 units is generally planned and coordinated by the Guangdong Provincial 
Government before submitting to the Central Government. On the other hand, in the 
case of Shenzhen-Western Corridor between Shenzhen and Hong Kong, it is a 
cross-boundary matter between Guangdong Province and Hong Kong SAR. Under 
the coordination of the Central Government, the project is dealt with by specific 
mechanisms like the Hong Kong/Guangdong Co-operation Joint Conference and the 
Conference on Coordination of Major Infrastructure Facilities between the Mainland 
and Hong Kong. There is no direct negotiation between Shenzhen and Hong Kong 
and nothing can happen without the involvement of the Guangdong Province. 
Therefore, the whole PRD Economic Region is one unit under the leadership of the 
Guangdong Province. Thus in this research, "cross-boundary" major infrastructure 
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refers to the major infrastructure involving at least two of the three areas of the PRD 
Economic Region, Hong Kong SAR and Macau SAR. 
The phrase "cross-delta bridge" is also used in the thesis. It has the same meaning 
as the "cross-boundary linkage/bridge". The reason is that Guangdong Province 
shares both land and water boundaries with Hong Kong SAR and Macau SAR. The 
water boundaries are divided along the Pearl River estuary. The proposed HZMB 
will run across the Pearl River estuary as well as the two boundary lines. Therefore, 
the HZMB is a cross-boundary and cross-delta bridge. 
Thesis Outline 
The thesis has six chapters. The first chapter introduces the research topic, 
research objective and significance of a study on regional governance in the GPRD 
region. Chapter two reviews previous studies on urban governance and regional 
governance. 
Chapter three examines the cross-boundary flows and transportation development 
in the GPRD region, to highlight the background of the close interactions between 
Hong Kong and the PRD region and the need for the development of new regional 
transport network. 
A case study on Hong Kong-Zhuhai-Macau Bridge (HZMB) is conducted in 
Chapter four and five. In Chapter four, the research framework and the research 
methodology are outlined first. HZMB is a cross-boundary infrastructure project that 
can greatly improve the road network of the GPRD region. There are various 
proposals and arguments for this cross-boundary linkage. Details of its development 
are presented in Chapter four. Chapter five further examines the role of each 
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stakeholder, the mechanism for the coordination and cooperation of stakeholders, 
and the suggested way to achieve consensus in as well as the possible improvement 
of the regional governance of the GPRD region. 
The concluding chapter presents the context, the major findings of this research 
and discusses the implication of this case on the regional governance of the GPRD 
region. Suggestions for further research are also considered in this chapter. 
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CHAPTER 2 
URBAN AND REGIONAL GOVERNANCE: CONCEPTS 
AND ISSUES 
The Concept of Urban/Regional Governance and Its Development 
Economic, social and political changes and development in various cities and 
regions, especially in the western developed societies, have resulted in increasing 
importance of urban and regional governance in the past 30 years. This issue 
becomes the focus of both theoretical and empirical studies in various fields such as 
urban/regional geography, economics and politics (Chen and Hu, 2003b). Numerous 
academic studies have been conducted in North America and Europe (for instance, 
Brenner, 1999; Davoudi, 1995; Newman, 2000; Pierre, 1998 and Stoker，1998). 
Some studies have also been conducted on urban/regional governance in China in 
recent years (for instance, Gu，2000; Shen, 2000; 2001 and Xu and Wang, 2002). 
Urban and regional governance involve multi-aspects of the society. Therefore, 
up till now, no authoritative concept and theory have been established by the 
academics. The spatial scope of urban and regional governance studies can vary from 
a city or a region within a country to a cross-border region involving two or more 
countries. Each study can be different as each city or region has unique economic, 
social, cultural, political and historical contexts. Nevertheless, some useful concepts 
and models of urban and regional governance have been developed. 
According to the perspective of urban and regional governance, the traditional 
top-down hierarchical system cannot deal with all economic and social issues 
successfully. There are formal and informal relationships among the government, the 
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business sector, various non-govemmental organizations and individuals. Various 
problems need to be solved through the cooperation and coordination among all the 
stakeholders. 
A general definition of regional/urban governance was given by Chu et al. (1997) 
as follows. 
"Formal and informal organizations operate within a physical area, with 
vertical and horizontal relationships as well as competitive and cooperation 
relations between various sectors. These sectors include the government, private 
sector，business group and NGOs. There are also influences from outside the 
area." 
Shen (2001) argued that urban political economy is the basis for understanding 
urban governance. Urban regime theory is a significant advancement in this aspect. 
Scholars such as Lauria (1997), Stoker (1990; 1995) and Stone (1989) have 
conducted detailed studies on regime theory. The urban regime theory is developed 
in the context of American cities. It describes the relationship and interaction among 
the local government, private sector and civil society. Since the end of Second World 
War, different development strategies and different urban regimes have emerged, 
such as managerial, corporatist, pro-growth and welfare governance models (Pierre, 
1998; Shen, 2001; Zhang and Zhuang, 2000). 
According to Davoudi (1995), in the contemporary western societies of late 
capitalism, there is a change from the Fordism welfare state to the post-Fordism 
workfare state. The emergence of post-Fordist economies, post-industrial societies 
and the post-modem cultures and lifestyles are closely related to the revival of 
urban/regional governance. Brenner (1999) pointed out that globalization is a main 
factor in the rise of urban governance in Europe. There are reterritorialization, 
reconfiguration and re-scaling of socioeconomic and political-institutional spaces. 
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The world economy and production are also characterized by the increasing spatial 
difference, cross-border interaction as well as the coordination (Zhang and Zhuang, 
2000). Shen (2000; 2001) had the same view that economic globalization is a 
significant factor in the rise of urban governance. The central government is 
becoming less effective in controlling and coordinating the increasing flow of 
international capital and the investment activities of multi-national enterprises. On 
the other hand, the urban (local) government can better response to and make use of 
these activities to develop and strengthen the competitiveness of the city and to gain 
support from the central government. The governance mode is changed from the 
managerial model to the entrepreneurial model. Attracting these international 
enterprises and capital have been an important task of the urban government whose 
role is changing from a service provider (like transportation and public housing) to 
promoting development strategies with risks. Traditional public services are 
privatized to be operated by non-govemmental organizations or through 
public-private partnership. The increasing participation of non-govemmental 
organizations in the urban/regional governance has resulted in the changing in the 
bargaining systems and the decision making process for both the government and 
non-govemmental stakeholders. New governance mechanism and institutions have 
emerged (Chu et al., 1997; Mayer, 1995). One focus of urban governance is the 
coordination and cooperation of the power, the interest and the responsibility of 
various stakeholders in order to maximize the use of resources (Xu and Wang, 2002). 
Although the concern on urban/regional governance emerged in western societies 
initially, Chen and Hu (2003b), Chu et al. (1997) and Xu and Wang (2002) argued 
that, there would be an increasing concern on urban/regional governance in the 
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whole world in the twenty-first century, especially the developing countries as a 
result of globalization. However, they indicated that different regions and cities have 
different socioeconomic context. For example, China and the developing countries 
are not a kind of post-industrial and post-modem society that is the reality in the 
developed western countries. Therefore, there will be different forms and meanings 
of urban/regional governance. Western theories and concepts may not be fully 
applied in China and other developing countries. The only way to know the answer is 
to conduct empirical studies for each case (Chen and Hu, 2001). 
The development of prosperous economic activities often extends beyond the 
boundary of a city to a region consisting of one or few core cities and other 
peripheral cities. Such development is not limited to a single country, Keams and 
Paddison (2000) identified an orientation of cities towards international arena 
through cross-border cooperation. The relationship among cities can vary from 
competition to cooperation. However, globalization is facilitating the economic and 
social integration among cities in a region. The interaction of cities in the region and 
the management of the cross-border cooperation become a main concern. The study 
of cross-border regional governance is as important as the study of urban governance. 
There are similar situations of cross-boundary cooperation with a country such as 
between Hong Kong and Guangdong. In such case, the term of "cross-boundary" 
instead of "cross-border" is used. Due to the special status of Hong Kong under "one 
country, two systems", the nature of cross-boundary relationship between Hong 
Kong and Guangdong is close to cross-border relationship in other countries. 
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Experiences in Cross-Border Regional Governance 
Brown (1997) studied the development of the U.S.-Mexico border area. This 
border region is similar to the case of Hong Kong-Shenzhen that people there share 
their unique history and culture. Cross-border trading activities, investments and 
other social activities are very common with large cross-border flows in that border 
region. There have been significant regional development but, at the same time, there 
are many severe regional problems such as cross-border crimes and cross-border 
infrastructure developments. The local authorities in the U.S. side of the border have 
made some efforts. For examples, San Diego city and county governments have set 
up agencies like a Binational Planning and Coordination Committee and a Borders 
Committee under San Diego's Regional Planning Agency to formulate policies 
regarding planning issues in the San Diego-Tijuana region (http://www.sandag.org). 
A Mexican representative is invited to be the advisory member of the Board while 
general public can play a role in the decision-making process on various issues 
through the "Public Involvement Program". There are also binational committees and 
alliances to tackle those cross-border problems jointly by the two federal 
governments with the involvement of state governments. Brown (1997) criticized 
that the federal governments of the two countries in Washington and Mexico City, as 
outsiders, respectively can hardly understand and effectively address these problems. 
But Brown pointed out that these numerous and extensive ad hoc arrangements are 
better than nothing but of questionable validity, open to legal challenge and cannot 
continue to carry on so informally. As these cities and people face a common future, 
he recommended that a binational, multi-level trans-border authority should be 
established and a master plan is needed. Brown's recommended form of authority is 
15 
similar to metropolitan authorities in Los Angeles, New York, the Vatican (with Italy) 
and Basel-Mulhouse (Switzerland and France). Some of them are very successful. 
Project 2022 (2001:21) emphasized that 
"Studying the 'best practices' of other regions many help guide the Delta in its 
own efforts to plan for the future." 
Project 2022 (2001) compared experiences of different regions in the world. 
Firstly, it reviewed the social landscape, infrastructure and planning and regional 
governance in the GPRD region. It pointed out that there are no specific regional 
authorities to govern development within the Delta's economic development zone. As 
GPRD region consists of major cities such as Guangzhou, Shenzhen and Hong Kong 
and several urban corridors, Randstad, a region with a polycentric settlement pattern 
in the Netherlands, is considered a similar case for reference. The Randstad region is 
connected through a dense network of roads and railways. Each of the four large 
component cities has its specific function. For instance, Rotterdam is the major 
seaport. This group of powerful cities has shown their high operating efficiency and 
quality. Even though the possible difficulties of binational coordination would not 
happen, such high efficiency and quality are still due to successful regional 
coordination, which is all relied on the strong willingness of both the national 
government of the Netherlands and the local governments to strengthen the 
connection and the division of functions within the region. This results in strong 
regional competitiveness. 
On the other hand, the New York metropolitan region has a complex network of 
authorities and jurisdictions similar to the GPRD region. In the New York 
metropolitan region, the Port Authority of New York and New Jersey was formed in 
1921 to take charge of the regional transportation coordination. Now there are 
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comprehensive networks in the region covering airports, seaports, railways, bridges 
and bus services. The Governor of New York and the Governor of New Jersey each 
nominate six members to the Port Authority. They are professionals, real estate 
developers, labor union leaders and politicians who are active in serving the 
community. This authority has achieved certain success. 
In terms of the level of economic development and patterns of economic 
activities, the Indonesia-Malaysia-Singapore (IMS) Growth Triangle is similar to 
GRPD. Grundy-Warr et al. (1999) argued that there is a clear division of labor 
between Singapore (with capital, quality, efficiency and credibility) and Indonesia 
(with huge labor force, land and low cost) in the cooperative development of Batam. 
The Batam Industrial Development Authority and the Master Plan for Batam are 
formed. However, problems of planning, different goals and immature politics have 
limited the development of the region. The IMS Growth Triangle does not have 
many successful projects. Moreover, as cooperation is conduced without institutional 
innovation, it was argued that the Southeast Asia growth triangles have moved 
towards "interdependent" rather than "integrated" borderlands. 
In the case of European Union (EU), Newman (2000) pointed out that 
"city-region" is the key to represent Eurocities' development. He argued that beyond 
the traditional physical national (administrative) boundaries, the "regions" approach 
adopted by EU in the past for economic competitiveness has not been very successful 
as there are too many economic, political and cultural differences and difficulties 
within the EU region. The current patterns of regional governance are changing in 
EU. 
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There are two examples most close to the case in this research, viz. the 
development of the complex transport network in the Yangtze River Delta (YRD) 
region and the construction of the Oresund Bridge in Oresund Sound, Northern 
Europe. Similar to GPRD, YRD consists of Shanghai and other 14 cities of Zhejiang 
province and Jiangsu province. The coordination of three provincial level 
governments and 15 city-level governments in infrastructure planning as well as the 
cooperation between governments and non-govemmental stakeholders in the 
regional development would be the most important issue of top priority. 
Nowadays, many expressways, bridges and transport systems have been 
constructed while some are under construction or planning in the region. Some 
examples are Donghai Bridge, Ningbo Bridge and the most famous Hangzhou Bay 
Bridge across Hangzhou Bay; Nanpu Bridge and four additional bridges across 
Huangpu River, and Shanghai-Ningbo Expressway and Shanghai-Hangzhou 
Expressway (Chen and Wu, 2003; Yang, 2003; People Net, 17 March 2004; Dianji 
YRD Net, http://jzh.eastday.com, accessed on 3 August 2004). 
Moreover, because of the economic motivation and the geographical limitation, 
Shanghai government takes the initiative to develop the Yangshan deep water port 
and Donghai Bridge connecting Shanghai with Zhoushan city of Zhejiang province 
(Chen and Li, 2003). Chen and Wu (2003) conclude that the expressway network has 
a strong radiation effect on the economic development of cities along the expressway. 
Also, the travel distance between Shanghai and Ningbo will be shortened by one 
third when the Hangzhou Bay Bridge is completed (Dianji YRD Net, 
http://jzh.eastday.com, accessed on 3 August 2004). The economy and the flow of 
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people and vehicles in the YRD region are benefited from this transport 
infrastructure. 
However, Yang (2003) points out that the development of transport infrastructure 
in the region is lack of coordination. Two main reasons are the present administrative 
system that limits the possibility of comprehensive development of different 
transport modes in the region and the strong intervention of local interests. Present 
transport systems are fragmented that are poorly connected. 
In order to have better connection of trade, information, capital and manpower 
among cities in the region, and to avoid the wastage of resources, various scholars 
and media have suggested various mechanisms for YRD inter-governmental 
coordination and decision-making as well as a comprehensive high-speed transport 
infrastructure platform. Currently, there is a regular joint conference among all city 
mayors in the region. In the case of Yangshan port development, the State Council 
approved the transfer of the management and operation of the port and navigation in 
Zhoushan to Shanghai. Nevertheless, some scholars emphasize that such regional 
development with only the local force is not enough to be success due to the 
problems mentioned in the last paragraph. They pinpoint that the establishment of a 
coordination organization led by the State Council can better coordinate the transport 
network development in the region. 
Moreover, they find that the private sector in Shanghai contributed 17 percent of 
the investment of Hangzhou Bay Bridge. It is an encouraging phenomenon. The 
participation and role of the non-govemmental sector are getting stronger. Therefore, 
the power and involvement of the private sector and civil society cannot be ignored. 
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The construction of the Oresund Bridge in Oresund Sound, Northern Europe is 
another example. Oresund Bridge has been in operation since July 1, 2000，which 
links up Copenhagen (Denmark) and Malmo-Lund (Sweden). The Bridge is operated 
by the Oresund Link Consortium, which is owned equally by two companies under 
the management of relevant ministries of the Danish Government and the Swedish 
Government respectively (http://www.svedab.se/svedab_eng/htm). As one 
anticipated effect of the Bridge is the formation of the Oresund region, the relevant 
ministries of two countries and political bodies in the region established the Oresund 
Network AB Inc. a few months before the opening of the Bridge, in order to market 
the Oresund region from a local scale to the international scale. The Oresund 
Network has over 200 members including companies, organizations, public 
authorities and institutions in the region with frequent meetings. Different 
stakeholders in the region are well represented in the Oresund Network. 
Matthiessen et al. (1999) expected that this new Bridge will encourage the 
cross-border collaboration and spatial re-organization; can at the same time achieve 
economic growth in the new Copenhagen-Malmo-Lund metropolitan region, expand 
the hinterland and raise the economic power and ranking in Europe in terms of 
indicators such as the Gross Agglomeration Product and research outcome. They 
provided astonishing figures about the project. Following the investment of $18 
billion Danish kroner in the cost of the Bridge, there is a total investment of $125 
billion Danish kroner for new infrastructure construction and the establishment of a 
regional university-the Oresund University that now consists of 12 universities and 
colleges on both sides of the Oresund Sound. This example shows the huge political 
and economic returns of a regional cooperation project. Skjott-Larsen et al. (2003) 
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also estimated the impact of the Bridge on the logistics and the role of logistics 
center of the Oresund region in North Europe. The result reveals that the Bridge at 
least has a psychological impact in the region and some barriers of further 
development are identified. 
Thomley and Newman (1996) used the Oresund Bridge project to examine the 
development of "growth machines" and "urban regime theories". They mentioned 
that the construction of the Bridge and the supplementary infrastructure development 
in Malmo are not just the affair of the local government and central Swedish 
government. The private sector elites play a strong role in driving the urban policies. 
The government and the private sector are interdependent and rely on each other's 
power base. In Malmo case, the tycoon in Malmo over-ruled the original local 
government development plan and a new joint company was formed for cooperative 
urban development between the government and the private sector. Therefore, the 
public-private partnership was formed and the powerful and rising influence of the 
non-govemmental sector is recognized. 
Evolution of Regional Governance of the GPRD Region 
In 1997, there was a significant change in Hong Kong's politics. Hong Kong was 
returned to the People's Republic of China ending its status as a British colony. It 
was a milestone in Hong Kong's history. Nevertheless, Hong Kong has not been able 
to tap into this advantage. There has been only slow development in the regional 
cooperation and coordination between the governments of Hong Kong Special 
Administrative Region (Hong Kong SAR) and the PRD region, Guangdong Province. 
Similarly, in the colonial era from the late 1970s to 1997，there was also no effective 
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regional governance at government level, with only a loose coordination. The main 
reason was that, given the unstable political situation, close cross-boundary spatial 
development or cooperation was impossible. With respect to civil society, on the 
other hand, there have been close connections between Hong Kong and Guangdong 
people persistently. 
Generally, scholars defined the years before the implementation of the Open 
Door Policy in China in 1978 as one stage of the regional governance of the GPRD 
region. In this stage, it was the individualistic development with minimal 
coordination, no matter in the economic aspect, political aspect or cross-boundary 
infrastructure construction (Chu et al., 2002; Shen, 2002). 
1978-1997 was the second stage of regional governance, the stage of 
individualistic development with certain coordination. A closer relation was built up 
in some areas, especially in political coordination and economic development. The 
most significant achievement should be the agreement of the immigration policy 
between the British-Hong Kong Government and the Beijing Government. Moreover, 
most developments in this stage were economic-driven (Hu and Chan, 2002). In the 
PRD region, many local governments provided numerous beneficial polices and 
necessities for foreign investments. Hong Kong's investors and businessmen were 
the major players in the cross-boundary cooperation and economic development. 
Under such huge investment, the GDP (Gross Domestic Product) on both sides of the 
Shenzhen River was increased. There were rapid urban development and rural 
industrialization in the PRD region while the population flow, the goods flow, the 
capital flow and the technology flow also increased continuously. There is closer and 
closer connection and increasing demand for more cross-boundary infrastructure 
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development. However, as argued by Shen (2003) and Shen and Yeung (2004), such 
regional commercial activities, trading relations and the flow of people were mainly 
due to the initiatives of private sector and civil society in Hong Kong in a bottom-up 
approach. There was little government support to such cross-boundary businesses 
before 1997. 
Shen (2002) defined 1997-2001 as the third stage of regional governance in the 
GPRD region. He mentioned that after the reunification, the cross-boundary liaison 
groups and the cooperation working groups that set up during the 1980s-1990s were 
re-structured and some new groups were set up to strengthen the coordination and 
cooperation between the PRD region and Hong Kong SAR. For instances, the Hong 
Kong-Guangdong Environmental Protection Liaison Group was replaced by the Joint 
Working Group on Sustainable Development and Environmental Protection in 2000; 
the Hong Kong and Mainland Cross-Boundary Major Infrastructure Coordinating 
Committee replaced the Sino-British Infrastructure Coordination Committee after 
1997 and the high-level Hong Kong-Guangdong Cooperation Joint Conference was 
first held in 1998 (Cheung, 2002; Hills and Roberts, 2001; Hu and Chan, 2002). 
However, facing serious political and economic challenges such as the Asian 
Financial Crisis, the doubt on the successful implementation of "one country, two 
systems" and the increasing demand for further integration with the PRD region, the 
protectionism was rising in Hong Kong. The most evident example was the anxiety 
and the concern of the Hong Kong people on the leading position (dragon head) of 
Hong Kong economy in China and the full implementation of "one country, two 
systems" (Chu et al., 2002; Hu and Chan, 2002). This slowed down the progress of 
regional governance in the GPRD region. On the other hand, the difference in policy 
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areas among the SAR, provincial and local governments was another obstacle. The 
Hong Kong SAR Government and governments in PRD cities had their own 
development objectives, strategies and priorities. They also played different roles in 
the regional development, especially in economic activities. 
In 2001, Hong Kong entered a new phrase of regional coordination and 
development. Although the protectionism cannot be eliminated entirely, Hong Kong 
has taken an active role in the cross-boundary issues since then. The Hong Kong 
SAR Government has changed her attitude, and attempted to encourage 
cross-boundary cooperation and compromise with Guangdong Government if 
necessary. Shen (2002) called this the fourth stage of regional governance. There 
were great achievements and rapid development in year 2002. Besides numerous 
seminars and forums on PRD-Hong Kong integration and cooperation in different 
levels organized by different organizations, the achievement at the governmental 
level was significant and the communication was strengthened. Dramatic step was 
taken in the implementation of the round-the-clock operation of Lok Ma Chau 
border-crossing on January 27，2003. No matter the government, private sector or the 
academics, all of them have a bright perspective and expectation of the future 
cooperation and integration in GPRD. 
Rather than studying the GPRD region in general, some scholars have focused on 
the city level such as the competitiveness and cooperation of cities within the GPRD 
region. Because some scholars believe that a city or a city-region is now the unit to 
measure the economic competitiveness in the age of globalization. For instance, 
Song (2000), Kan (2001) and Chu et al. (2002) studied on the integration of 
Shenzhen and Hong Kong regarding them as twin cities with a land boundary. It is 
2 4 
also a suitable scale for conducting initial study on the regional governance of the 
whole GPRD region. Song (2000) suggested the criteria, the way of the twin cities 
cooperation and institutional operation etc. It is worth to conduct further studies on 
this topic. Nevertheless, as Chu et al. (2002) pointed out, regardless Shenzhen-Hong 
Kong integration or PRD-Hong Kong integration, it was still uneasy, unclear and 
immature to project any exact format and composition of regional governance and 
the institutional framework. 
Therefore, regardless of the scale, there has been little research especially on the 
coordination of institutional setting and regional integration. As Hills and Roberts 
(2001) mentioned in their paper on PRD environmental issues, scholars mainly 
focused on the understanding of various problems, or the factors contributing to a 
problem but seldom went further to seek practical solutions such as suitable planning 
and management approaches or designing a good administrative structure. This 
situation is true in environmental research as well as the studies on economic issues 
and infrastructure issues in the PRD region. Future research should focus on what 
Hills and Roberts (2001: 455) says, 
"The needs to develop appropriate models, policies and institutional 
structures to handle such issues..." 
Moreover, no matter whether there is any cross-boundary regional administrative 
structure in the past or future, it is important to know the conditions of successful 
cooperation between governments and other non-governmental stakeholders and the 
way to reach such conditions. This is neglected by previous studies. 
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The Cross-Boundary Infrastructure Development in the GPRD Region 
There are already many studies on the cross-boundary infrastructure development 
concerning the GPRD region. As defined by Zheng and Zhao (1997), there are 
"hard" infrastructure and "soft" infrastructure. In this research, the focus is on 
transportation facilities, i.e. the "hard" infrastructure. 
The transportation links and networks for cross-boundary transportation with 
Shenzhen or the whole PRD region are not adequate and not well organized on Hong 
Kong side. Yan and Leng (1997) argued that the formation and development of 
Shenzhen-Hong Kong twin cities are based on many advantages such as same culture 
and history, geographical proximity and special policies. At the present time, the 
increasing cooperation and flows of people, good, capital and information are even 
more important contribution factors. To maintain Hong Kong's present status and 
enhance its role as a super-connector and super-conductor of new economy, Loh 
(2002) pointed out that Hong Kong must enlarge all types of flows. There are already 
various regional transport infrastructure projects either under planning or in progress. 
However, there is still an important problem, i.e., lack of well-coordinated 
cross-boundary infrastructure and there is no single authority to oversee these matters. 
Moreover, the lack of leadership and proper coordination make the situation 
problematic often resulting in resource wastage and mismanagement (Loh, 2002). 
Basically, the problem is due to the previous political situation and planning system. 
According to Zhu and Wang (1997)，the past transport planning system in Hong 
Kong was a closed system that focused on the internal transportation network, 
especially ignoring the road connection with the PRD region. Various infrastructure 
plans, such as the Port and Airport Development Strategy, made our transportation 
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network even harder to link up with the PRD region. The authors pointed out that it 
is a technical problem rather than a non-solvable structural problem. They suggested 
that Hong Kong should join with other PRD cities in the transportation development 
of the whole South China. Zheng and Zhao (1997) further mentioned that, under the 
criteria of "one country, two systems", different stakeholders should cooperate and 
compromise to network, modernize and internationalize the regional infrastructure. 
Besides the above studies about the cross-boundary transportation development 
in the GPRD region, Zheng (2000) and Qian et al. (2000) focused on the possible 
development of the cross-delta link the proposal of Lingdingyang Bridge (LDYB) 
and the Lingdingyang Port. After reviewing a few previous proposals by Sir Gordon 
Wu, Zhuhai Government, Shenzhen Government, Zhongshan Government, and the 
Macau Polytec Proposal that emerged since 1983, these scholars developed a 
modified proposal and believed that it should be a comprehensive mega project that 
can benefit various stakeholders and the GPRD region in various aspects. If this 
bridge is built, it will not only physically connect the west wing and east wing of the 
delta but also help the cooperative development of PRD, Hong Kong and Macau. It 
is even a good time after China becomes a World Trade Organization (WTO) 
member and is engaging in further economic globalization and rapid development, 
the proposed Bridge and the Port can meet GPRD's need of strengthening its 
regional competitiveness. Most cities, especially those in western PRD, will benefit 
from the construction of the LDYB facilitating transportation and the development of 
tourism industry. 
On the airport development, Wang and Ho (2002) studied the relationship and 
governance of airports in the GPRD region. First of all, two scholars analyzed the 
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development of aviation industry and the interaction between airports and airlines. 
They pointed out that the centrality and the intermediacy of an airport are the key 
factors for its feasibility of hub-and-spoke operation and attracting the 
origin-destination traffic. On the other hand, the cooperation and coordination 
between the airports in GPRD region has been lingering, in a stagnation situation. 
They believed that this is an obstacle for the regional sustainability. More research 
on the institutional setting and the improvement of regional governance of airport 
development is apparently needed. Xu and Xu (2002) also believed that it is a good 
time to start a new round of coordination to improve the transport infrastructure in 
the region. 
According to the previous studies and available data, the five international 
airports in this region have no significant hub function except Hong Kong 
International Airport. This means that time is still needed for some of the remaining 
airports to become real hubs at the regional level not to say the global level. 
Moreover, the interrelationships among the airports, the structure and ownership of 
airports, and home carriers are very complicated in the region. They are very 
different from the practice of other airports and airlines in the world. Wang and Ho 
(2002:116) believed that this situation indicates the existence of non-physical 
barriers and there is room for improvement through better regional coordination and 
cooperation. However, as mentioned before, there is no single regional government 
or similar organization in the GPRD region. All coordination and cooperation can 
only be arranged by individual governments, airports and airlines. Wang and Ho 
discussed practical ways to deal with those airports and airlines, learning from 
foreign experiences for example. What can each individual government can do is 
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also suggested. Nevertheless, there is little idea on how all the governments can 
cooperate and coordinate, and how a regional institutional framework can be 
developed. In a recent research report, Loh (2002) mentioned that it is a hopeful sign 
to see the formation of the PRD A5 Group, an alliance of five international airports 
in the GPRD region. This alliance can be a useful vehicle to coordinate the air traffic 
and to promote and exploit new opportunities. Loh believed that this GPRD airport 
collaboration is a hopeful project for further observation. We can see if it can 
succeed in maximizing opportunities for the GPRD region. 
Ports are also an extremely important kind of transport infrastructure in the 
GPRD region and the related business does contribute greatly to each city's economy. 
Fong (2002) reviewed the previous cargo data and the long-term development 
strategy of the port in Hong Kong. Xu and Xu (2002) also examined the port 
development in the GPRD region. Many scholars (Lok, 2002; Song, 2002 and Wang 
and Slack, 2002) do agree and recognize the leading position and the hub role of 
Hong Kong's port in the world. However, the port of Hong Kong is facing severe 
competition from other ports such as Shenzhen Yantian Port and Singapore now. The 
possible direct shipping links between Taiwan and the Mainland will also have a 
negative impact on Hong Kong (Song, 2002). From Hong Kong's perspective, Fong 
(2002) thought that Hong Kong's future port planning should consider the context of 
the PRD as the ports in the GPRD region are serving the same South China 
hinterland. The port throughput of the GPRD region, especially Hong Kong and 
Shenzhen, is expected to grow continuously at a high rate. Xu and Xu (2002) even 
called all these ports a single "port complex". They believed that various ports 
should adjust their functions according to their position in the national or even global 
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context in order to foster regional economic development. Moreover, there should be 
a cooperative port system for the region. It was suggested to form a "port alliance" 
with shipping lines and agents to maximize the utilization of port facilities and to 
minimize cost. Different ports can also share information and logistic facilities, 
coordinate the standard terminal handling charges and achieve internal division of 
functions. 
These scholars further suggested that this alliance could be formed initially 
between Hong Kong and Shenzhen as Shenzhen ports are also potential international 
hubs in this region. There is a close relationship between the two ports with similar 
ownership. The container terminal operators of Hong Kong port, for instance 
Hutchison Whampoa and Swire Pacific, are the largest stakeholders of the Yantian 
and Shekou ports respectively (Loh, 2002; Song, 2002; Wang and Slack, 2000; 
Yeung et al.，2003). Therefore, there is the possibility for Hong Kong and Shenzhen 
(especially Yantian) to further cooperate and integrate the port business. As Song 
(2002) proposed an adoptable strategy of "co-optition" as quoted below: 
"...should 'collaborate to compete' as a win-win strategy, rather than a 
win-lose one." 
Summary 
In short, increasing concerns on urban/regional governance are due to the change 
from Fordism to post-Fordism, the accelerated globalization and the change of civil 
society. Globalization is a phenomenon and a trend that is taking place not only in 
the western society but also in the whole world in the twenty-first century. In the era 
of globalization, competitions among cities and regions become more and more 
severe while the criteria of urban and regional competitiveness, the function and 
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power of government, and the relationship between the central government and the 
local government are changing at the same time. Therefore, urban and regional 
governance has to be improved to strengthen urban and regional competitiveness. 
The participation of different stakeholders, such as business sector and NGOs in civil 
society, is important as they are the major stakeholders in a modem city in addition 
to the city government. The city depends on their supports to succeed and to maintain 
its competitiveness in the world (Gu, 2000; Shen, 2000 and 2001). The study of 
urban/regional governance focuses on the participation, coordination and cooperation 
of different stakeholders and the modification of the political and institutional 
structure. 
In recent studies of regional governance, scholars found many examples that 
effectively facilitate and manage regional cooperation and coordination in the world, 
such as the case of the U.S.-Mexico border, the polycentric region in Randstad, the 
New York metropolitan region and the IMS Growth Triangle in Southeast Asia. But 
at the same time, they also noticed deficits such as the lack of proper regional 
authorities, the inefficiency of the authorities and inadequate coordination among the 
stakeholders. The development of transport network in YRD and the project of the 
construction of the Oresund Bridge and the regional development of the Oresund 
region between Sweden and Denmark are two cases most similar to this study. The 
exposed problems, related policies, institutional structure and other experiences of 
these cases provide valuable reference to the proposed cross-delta bridge in the 
GPRD region. 
Due to the uniqueness of each region, it is emphasized that no single regional 
governance theory and concept can apply to all regions. The cases reviewed in this 
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chapter present various forms and models of regional governance. The factors for 
successful and smooth operation of the regional governance can be summarized 
based on these cases. They include the advantage of common backgrounds and four 
other inter-related factors that also represent good practices. 
The common backgrounds refer to the same or similar race of people, similar 
cultures and languages, a close economic relationship, and similar political 
environment in the region. Such common backgrounds are an advantage for the 
interaction of stakeholders and the development of regional governance. Such 
advantage exists in the U.S.-Mexico border region and the Randstad region but not in 
the IMS region and the "EU region" that involve many races, cultures, languages, 
political systems and other kinds of differences. 
The other four inter-related factors include having common goals and consensus, 
involving various stakeholders for participation, making a master plan to guide the 
whole region strategically，and establishing a proper institutional platform for 
regional governance. 
According to the above foreign experiences, the participation of the central 
government, local governments and various non-governmental stakeholders with 
sincere and strong willing of regional cooperation is necessary for any region to 
succeed. At the same time if they can reach a common goal and consensus towards 
the development and the interest of the region, the operation of the regional 
governance would be smooth. On the other hand, producing a master plan to guide 
regional development on a macro scale can make the operation of regional 
governance successful. The master plan should be implemented under a regional 
mechanism by a regional authority that has the power of policy-making and 
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implementation. Definitely, the formation of such mechanism and regional authority 
requires local governments to scarify part of their administrative power to the region 
to be shared with non-govemmental stakeholders. 
The GPRD region has the advantage of a common background to foster the 
development of regional governance but is short in other four factors mentioned 
above, viz. the lack of common goal，a strategic plan of region and a regional 
authority. Thus the GPRD case is a complicated one. Nevertheless, the regional 
cooperation in GPRD region has been improved steadily in the past two decades. 
Scholars identified four phases of regional governance in the GPRD region, from the 
individualistic development with minimal coordination to the close cooperation in 
the levels of both governmental and civil society. There has been significant 
progress. 
As will be shown in this study, the flows within the GPRD region are increasing 
rapidly，more cross-boundary transport infrastructures and the relevant laws and 
polices are needed urgently. The problems of the wastage of resources, 
mismanagement, the lack of proper coordination, protectionism and the lack of 
consensus to the cross-boundary infrastructure in the region need to be solved. Great 
efforts from all sectors of the society in the region are needed and much research 
should be done on the regional governance of the GPRD region. 
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CHAPTER 3 
CROSS-BOUNDARY FLOW AND TRANSPORTATION 
DEVELOPMENT 
Introduction 
There are significant traffic flow, population flow, capital flow and other 
connections in the GPRD region. Indeed, such flows are common phenomena that 
can be found in many prosperous economic regions in the globalizing world in the 
twenty-first century. Examples include the traffic and population flows between 
Sweden and Denmark in the Oresund Region in the Northern Europe, the flow of 
people for different activities between cities in the Randstad region in the 
Netherlands, and the commuters' flows in the Tokyo Metropolitan in Japan and the 
Yangtze Delta region in China. In all these regions, the transportation authorities 
have made many significant efforts in the development of transportation 
infrastructure and policies to facilitate these flows to foster further growth of their 
regions. The cross-boundary Oresund Bridge in the Oresund Region and a good 
transportation network in the Randstad Region have been constructed already and are 
in operation while the authorities in Yangtze Delta region are constructing a series of 
transportation network (Matthiessen et al., 1999; Project 2022, 2001; Thomley and 
Newman, 1996; Zhang, 2002). 
Due to progressive economic policies over the past 25 years, the economic 
development in the GPRD region has been very successful. It has become a miracle 
in the world. Cross-boundary flows between Hong Kong and the PRD region have 
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increased by many folds along with the rapid economic growth. Therefore, building 
sustainable and efficient transportation infrastructure with relevant policies is a must 
to improve connectivity. However, the GPRD region is a unique and complex region 
that there are two separated economic and political systems between the two SARs 
and the PRD region, which is stipulated by the "one country, two systems". Under 
this situation, the flows between two SARs and the PRD region are regarded as a 
kind of cross-boundary transportation. Cooperation and coordination are needed 
between various transportation authorities and other relevant organizations in the 
GPRD region. In this region, there are many transport modes such as road, railway, 
ferry, vessel and air service. Among all, the most common, convenient and 
reasonably charged mode for transport within the region is the road transport by 
goods vehicles and passenger vehicles. Moreover, railways and expressways are 
regarded as the main arteries between cities. They are the backbones to support 
movements of goods and people. The prosperity and the growth of a city depend very 
much on the efficient operation and development of its transport system (Hong Kong 
2030, 2001). Previous studies have already revealed that the existing transportation 
network of the GPRD region has been a critical factor in its economic success in 
recent decades (Enright et al , 2003: 240 and Loh, 2002). 
In this chapter, the economic and social development of the GPRD region in the 
past 25 years will be reviewed to reflect how such development has generated huge 
flows and demands for transportation. In the next section, the transportation 
development in the GPRD region will be discussed. It will be followed by a 
consideration of the major problems in transportation development that is related to 
the interactions of governments and other non-govemmental players in these matters. 
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The chapter will then examine the future transportation development. A summary 
will be given in the final section. 
The Economic and Social Development in the Past 25 Years 
Economic Development 
Geographically, Hong Kong, Macau and the PRD region locate in the same delta, 
the estuary of the Pearl River drainage system in south China. Generally, people 
divide the Delta into two parts and Guangzhou locates in the middle between the 
eastern side and the western side. Cities like Shenzhen and Dongguan are in the east 
while Zhuhai and Zhongshan are in the west. Hong Kong and Macau share a land 
boundary with Shenzhen and Zhuhai respectively. This geographical condition 
facilitates the flow of people, goods and information between Hong Kong, Macau 
and PRD cities. For example, Hong Kong imports much Dongjiang (East River) 
water and food from Guangdong and Guangdong can access international 
information through Hong Kong. Moreover, people in the GPRD region has close 
demographic and family ties; people share similar culture and the same language 
(Shen, 2003 and CMA, 2002), which is helpful to foster economic activities. 
Therefore, when China implemented the Open Door Policy in 1978，the local 
governments in the PRD region began to attract foreign investment by numerous 
incentive policies. These advantageous policies encouraged mainly Hong Kong 
businessmen and investors to invest in the PRD region and to relocate their factories 
from Hong Kong in such industries as garment manufacturing, toys and electronic 
industries. According to an economic analysis by the Chinese Manufacturers' 
Association of Hong Kong (CMA), over 90% of Hong Kong manufacturers have 
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invested in the PRD region employing over 10 million workers (CMA, 2003). This 
kind of interaction between Hong Kong businessmen and the PRD has formed a 
unique and famous investment pattern and operation model, i.e., "front shop, back 
factory" mainly through "sanlai yibu" (commissioned intermediate processing with 
the supply of raw materials, components or samples plus compensation trade) 
(Maruya, 1998: 79). In this model, production is conducted in Mainland China and 
products are exported to Hong Kong or re-exported by way of Hong Kong to the 
world. As a result, the container throughput in the ports of the GPRD region has 
increased rapidly (Table 3.1). There are many feeder ports in the PRD region that 
ship local containers to Hong Kong for re-export, even though there are also some 
and will be more dual role ports (both as feeders and direct shipping) such as Gaolan 
Port (Wang and Slack, 2000 and Yeung et al., 2003). The two common methods to 
transport goods to Hong Kong are via highway (account for 84% of the freight 
transportation to Hong Kong in 2001) and waterway (account for 15% in 2001) 
(Enright et al., 2003:60). In 2002，Hong Kong ports handled the largest number of 
containers and Shenzhen ports ranked the fifth among all ports in the world (Yeung 
et al., 2003). 
Table 3.1: The container throughput of major ports in the GPRD region 
1997-2002 (1000 TEUs) 
Ports 1997 1998 1999 2000 2001 2002 
Hong Kong Ports 14386 14582 16211 18098 17826 19144 
(+8%)b (+1%) (+11%) (+12%) (-2%) (+7%) 
Shenzhen Ports 1146 1952 2984 3959 5043 7618 
…- (+70%) (+53%) (+33%) (+27%) (+51%) 
Guangzhou Ports a 687 841 1177 1430 1738 2180 
(+23%) (+22%) (+40%) (+22%) (+22%) (+25%) 
Notes: a. International TEUs only; b. annual growth rate in brackets. 
Sources: Enright et al., 2003:90; Guangzhou Statistics Yearbook 2001 and 2002; Guangzhou 
Statistics Bureau Homepage, http://www.gzstats.gov.cn/Admin/sjcx/tjnj/nj/Ll 1 .txt; Census and 
Statistics Department, the Government of the HKSAR, http://www.info.gov.hb'censtatd/home.htnil 
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Besides, although the air transport is not the major transport mode within the 
region, the freight by air is still very busy and contributory. International air cargo 
accounted for only 1% (2.5 million tons) of Hong Kong's total cargo throughput but 
accounted for 28.6% of its external trade value, at approximately US$ 116 billion in 
2002 (http://www.hkairport.com/eng/afacilities/index.html, accessed on 10 May 
2004). As an efficient way to reach destination at the shortest time, air transport is 
the main way for the import and export of the high-valued and easily decayed 
products. Hong Kong International Airport handles the most passengers and cargoes 
in this region and has shown herself as the only real internationalized airport in the 
region (Table 3.2). The airport has been ranked number one in the world in terms of 
international air cargo throughput since 1996 (http://www.hkairport.com/eng 
/afacilities/index.html, accessed on 10 May 2004). 
Table 3.2: Passengers and cargoes handled by the major airports in the GPRD 
region 
Airport Passengers handled Cargoes handled 
(1,000 person times) (1,000 tons) 
1998 1999 2000 2001 1998 1999 2000 2001 
Hong Kong 2 7 ^ 2 9 0 6 3 " 3 2 1 3 1 ‘ 3 2 0 2 7 ^ 1 9 7 4 ^ 
Guangzhou 12412 11899 12791 13829 408 448 492 532 
Shenzhen 5150 5246 6423 7775 115 155 203 212 
Macau 2218 2640 3239 3805 63 53 68 76 
Zhuhai 713 579 559 6041 12 10 9 8 
Note: a. arrival transits do not included. 
Sources: Air Traffic Statistics, Civil Aviation Department, the Government of the HKSAR, 
http://www.info.gov.hk/cad/english/p-through.htm; HKSAR, 1998; 1999; 2000 and 2001; Macau 
International Airport Homepage, http://www.macau-airport.gov.mo; Xu and Xu, 2002:135; CAAC, 
1999; 2000; 2001 and 2002. 
As mentioned before, numerous Hong Kong businessmen have invested in the 
PRD region. Hong Kong capital contributes the largest amount of actually utilized 
foreign capital in the PRD region. Table 3.3 shows that even though the share of 
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investment is falling, Hong Kong capital still contributes the largest amount of the 
foreign capital in Guangdong Province. According to a study by CMA (2003), over 
70% of the foreign investment in the PRD is made by Hong Kong businessmen. With 
all these investments and industrial development, the economic performance of the 
PRD region has been outstanding. The GDP increased by 70 times from RMB 11.92 
billion in 1980 to RMB 836.39 billion in 2001. The region also captured 90% of 
foreign capital in the Guangdong Province in 2001. Although many factories moved 
away from Hong Kong, the successful investments of Hong Kong businessmen have 
contributed partly to the rise of Hong Kong economy. Hong Kong's GDP increased 9 
times from HK$ 135.04 billion in 1980 to HK$ 1216.37 billion in 2001. 
Table 3.3: Major economic indicators in the GPRD region 
Indicator 1980 1985 1990 1995 2000 2 0 ^ 
PRD Region GDP (RMB billion) K m 3 0 . 3 9 8 7 . 2 2 389.97 737.86 836.39 
Hong Kong GDP (at factor cost, HK$ billion) 135.04 255.42 563.52 1041.07 1228.90 1216.37 
Macau GDP (expenditure at current prices, n.a. 10.95 26.18 55.33 49.83 49.80 
MOP billion) 
Amount of foreign capital actually utilized in 0.10 0.74 1.54 8.58 12.54 14.19 
PRD (US$ billion) 
share in Guangdong Province (%) n.a. 80.52 76.12 70.90 86.04 90.08 
Amount of Hong Kong and Macau capital n.a. 0.85" 1.30 9.26 9.08 8.84 
actually utilized in Guangdong (US$ billion) 
share in Guangdong Province (%) n.a. 92.39% 64.36% 76.53% 62.32% 56.09% 
Note: a. Taiwan capital is included 
Sources: Enright et al., 2003: 15 and 25; Statistics and Census Service, Macau SAR, 2001 and 2002; 
Guangdong Provincial Statistics Bureau 1984, 1986，1992, 1997 and 2002. 
Regarding the spatial distribution of investment, we can find that there is a trend 
of spatial diffusion from places near Hong Kong to places far away from Hong Kong; 
from the core part of the PRD region to the peripheral areas of the region and even 
other parts of Guangdong Province. However, the largest sum of capital is still 
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located in the core part. The top five destination cities/counties for actually utilized 
foreign investment were Shenzhen, Guangzhou, Dongguan, Zhuhai and Zhongshan 
in 1985-2000 (Shen et al., 2000: 315). 
Under the cross-boundary production and operation model, transportation and 
communication, especially the cross-boundary one, play an important role in the 
whole process. Raw materials for production, parts, samples, products and 
managerial personnel are moving between Hong Kong and the PRD region on a large 
scale. In addition, accurate time management is needed, especially to meet the 
just-in-time demands in the age of economic globalization. Therefore, there are 
increasing demands for more and better cross-boundary transportation facilities, 
transportation-related services and more smooth and quicker border-crossing 
procedures in the immigration/customs checkpoints. These demands are reflected in 
the rapid increase of the real traffic flows. For instance, the number of cross 
boundary goods vehicles increased from 1.60 million in 1985 to 9.8 million in 2002 
in the three boundary crossings, Lok Ma Chau, Man Kam To and Sha Tau Kok. This 
is an increase of over 6 times (Table 3.4). 
Table 3.4: Number of cross-boundary motor vehicles 1985-2002 
Year 1985 1990 1995 2000 2002 
Goods vehicles 1595183 4733529 7 9 9 9 5 7 6 9 3 7 9 7 9 3 9 7 5 5 0 6 6 
Passenger vehicles 65969 203336 466120 1846407 2645341 
Total 1661152 4936865 8465696 11226200 12400407 
Sources: Census and Statistics Department, HKSAR 1993，1998a, 2002 and 2003. 
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Table 3.5: Passengers traveling between Hong Kong and Shenzhen via the land 
boundary crossings (two-way) 1985-2002 (million) 
Year 1985 1991 1993 1995 1997 2000 2002 
Lo Wu (Rail) V f l ^ 31.08 37.54 43.30 56.30 86.47 95.71 
Lok Ma Chau (Road) 0.00' 0.19 1.23 2.51 5.04 10.96 16.72 
Hung Horn (Rail), Man 2.93 4.63 4.51 4.04 3.58 4.28 5.20 
Kam To and Sha Tau 
Kok (Road) 
Total 20.69 35.90 43.28 49.85 64.92 101.71 117.63 
Note: a. Lok Ma Chau opened on 29 December 1989 for goods vehicles and August 1991 for 
passenger vehicles. 
Sources: Census and Statistics Department, HKSAR 1990，1994，1998b, 2001 and 2003. 
Social Development 
Accompanying the development of commercial and trading activities is the 
embryo of activities of local people in civil society. Activities like tourism, shopping, 
schooling and migration between Hong Kong and the PRD region have increased 
quickly and generated rapid flows of people and goods. As shown in Table 3.4 and 
Table 3.5, the numbers of passenger vehicles and passengers traveling between Hong 
Kong and Shenzhen via the road and rail checkpoints have increased significantly 
since 1985. The increase in passenger vehicles was over 40 times between year 1985 
and 2002 and was especially fast during the late 1990s. The number of passenger 
also increased by more than 5 times from 20.69 million in 1985 to 117.63 million in 
2002. 
Some significant events and policies of population flow are as follows: 
1. The emerging trend of buying properties as residence or investment in the 
PRD region by Hong Kong people in the early 1990s such as Country Garden 
(Biguiyuan) in Shunde and numerous new residential buildings in Shenzhen. 
2. The 150 daily emigration quota from Mainland China to Hong Kong is mainly 
allocated to people with hukou (household registration) in Guangdong Province. On 
the other hand, more and more Hong Kong people have migrated to various PRD 
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cities, such as old people enjoy their retired lives in a better environment in the PRD 
region. Although different surveys show contrasting opinions of Hong Kong people 
on migration to the PRD region, there is an unequivocal fact that the number of Hong 
Kong people living in the PRD region is increasing. 
3. The launch of the Admission of Talents Scheme in 1999，the Admission of 
Mainland Professionals Scheme in 2001 and the Admission of Mainland Students 
Graduating from University Grants Committee Funded Institutions in Hong Kong. 
Although the first scheme opens for all, these three admission schemes are to attract 
outstanding talents and skilled people mainly from Mainland China to work and 
study in Hong Kong to increase Hong Kong's competitiveness in the 
knowledge-based economy. In 2001-2002, over 800 persons were admitted. 
4. The cross-boundary travel becomes popular. On 1 January 2002，the quota 
system of the Group Tour Scheme was cancelled. This means that there can be more 
than 1500 tourists from Mainland to visit Hong Kong daily. There were already 4345 
such visitors to Hong Kong on 1 January 2002. The total number of visitors from 
Mainland China rose by 53% from 4449 thousands in 2001 to 6825 thousands in 
2002 while the increase in total visitors from the world was only 20.7%. The 
residents of Guangdong Province, Shanghai and Beijing can also apply individual 
visa to travel to Hong Kong and Macau currently. According to the Cross-boundary 
Travel Survey 2001 by the Planning Department, the Government of the Hong Kong 
SAR (Planning Department, 2001), the number of cross-boundary travels increased 
by more than 3 times from 1990 to 2001，reaching 116.6 million. Over 80% 
passenger trips were made by people living in Hong Kong and about 75% passenger 
trips used train to reach the boundary in 2001. This resulted in the congestion in Lo 
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Wu Terminus. For the purpose of trip, about 42.3% of Hong Kong people went for 
leisure and over 30% were commuting trips for work from Mainland China to Hong 
Kong. Moreover, the most popular place/destination for Hong Kong people was 
Shenzhen, accounting for about 60%. About cross-boundary schooling, there were 
over 2200 cross-boundary students who resided in Shenzhen and attended schools 
daily in Hong Kong in 2001. Most of them, 72%, traveled through Lo Wu Terminus. 
The number was much higher than the last survey in 1999，when there were only 900 
students. The number of cross-boundary working and schooling further increased in 
the last three years and more commuters have chosen to take up residence in 
mainland China, which is reflected in the latest study of the aspirations of Hong 
Kong's resident for taking up residence in the Mainland of China by the Planning 
Department (2004). 
Besides the increase of the flows within the region, the international flows of 
goods and passengers have also risen in the past two decades due to the international 
status of Hong Kong and the role of world factory of the PRD. Table 3.2 shows the 
number of passengers handled by the major airports in the GPRD region. Similar to 
the situation of cargo throughput, Hong Kong International Airport handled the most 
passengers in the region, 33.06 million (including one million in transit), and ranked 
fifth in the world in terms of international passengers in 2001. Its planned maximum 
capacity was 87 million. 
The Transportation Development in the GPRD Region 
The transportation development in this region is as outstanding as its economic 
development. However, as Hong Kong was a British colony before 1997 and Macau 
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was a Portuguese colony before 1999, three political systems generated three 
separated transportation systems. The simplest feature is the traffic direction. Hong 
Kong adopts the British system that the traffic moves on the left side while Mainland 
China's traffic moves on the right side. Moreover, there are other coordination and 
cooperation issues that act as the barriers for present and further development of 
transportation in the region. Before discussing those issues, it is necessary to review 
the present situation. The focus will be mainly on the PRD system and the Hong 
Kong system, as these two systems generate the largest flow and at the same time are 
the most eye-catching. 
Three Separated Transportation Systems 
Since the opening of China, there has been rapid transportation development in 
Guangdong Province. By the end of the Ninth Five-Year Plan in 2000，there was 
already a basic and comprehensive transportation network in Guangdong. 
Regarding the road infrastructure, the highway network of Guangdong Province 
expanded by about 1.92 times, from 54671 km in 1990 to 104799 km in 2001 (Table 
3.6). The expansion is even greater in the expressway and the class I highways 
(Hong Kong 2030, 2001). Most expressways and high-class highways are 
concentrated in the PRD region and Guangzhou serves as the transport hub of the 
PRD region as well as the province. 
The railway network has also expanded rapidly similar to the development of 
highway network. The length of railway increased by about 46% from 1287 km in 
1990 to 1885 km in 2001 (Table 3.7). Guangzhou Train Station and Changping Train 
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Station are two main conjunction terminuses in the region that serve such major lines 
as Guangzhou-Kowloon Line and Beijing-Kowloon Line. 
Table 3.6: Road infrastructure system in the Guangdong Province by category 
(km) 
Road Category Year 1990 Share Year 1995 Share Year 1999 Share Year 2001 S h ^ 
Expressway 23 <1% 358 <1% 953 1% 1500 1% 
Class I 106 <1% 2731 3% 4989 5% 6003 6% 
Class II 1898 3% 6374 8% 12210 13% 14425 14% 
Class III 3195 6% 5190 6% 8581 9% 9924 10% 
Class IV 31864 58% 55760 66% 59390 62% 61971 59% 
Other 17585 32% 14150 17% 9487 10% 10976 11% 
Total 54671 100% 84563 100% 95610 100% 104799 100% 
Sources: Hong Kong 2030，2001; Guangdong Provincial Statistics Bureau, 2002. 
Table 3.7: Railway mileage and traffic volume of Guangdong Province 
Year 1990 1995 1999 2001 
Mileage (km) 
Volume of passengers (million) 44.67 62.83 75.53 127.83 
Volume of goods (million tones) 48.03 76.34 81.50 154.35 
Sources: Hong Kong 2030，2001; Guangdong Provincial Statistics Bureau, 2002. 
The development of airport and port was very rapid during the 1990s. There are 
three international airports, namely the Guangzhou Baiyun International Airport 
(moved to a new one in Huadu district on 5 August 2004), Shenzhen Baoan 
International Airport (opened in 1991) and Zhuhai Airport (opened in 1995) in the 
PRD region. Shenzhen Yantian Port, Guangzhou Huangpu Port and Zhuhai Gaolan 
Port are being developed as the ocean shipping hubs with international services in the 
PRD region with rapid growth in recent years. The growth of Shenzhen Yantian Port 
is the most outstanding. Table 3.1 and 3.2 show that the numbers of containers and 
passengers, and amount of cargos handled by these ports and airports have grown 
rapidly. At the same time, their handling capacities have been increasing and their 
facilities are being upgraded continuously. 
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Hong Kong SAR has a dense and complex internal road and railway network but 
its external transport links to the PRD region is rather poor. Currently, there are nine 
major trunk roads for internal links within the whole territory. By the end of 2002, 
the length of all public roads in the territory was 1925 km. On the railway 
infrastructure, the KCRC (Kowloon-Canton Railway Corporation) East Rail, West 
Rail and MTR (Mass Transit Railway) are in operation. The KCRC Lok Ma Chau 
Spur Line, Ma On Shan Rail and Tsim Sha Tsui Extension are under construction. 
The Hong Kong International Airport moved from Kai Tak to Chek Lap Kok in 
July 1998. The new airport has a present capacity of handling 45 million passengers 
and an ultimate capacity of handling 87 million passengers a year. On the other hand, 
Hong Kong is the busiest container port in the world that processed over 20 million 
TEUs containers in 2003 (http://www.info.gov.hk/censtatd，accessed on 10 May 
2004). The nine terminals in Kwai Chung and the Mid-stream system are two major 
components of Hong Kong Port. 
As limited by its small size, Macau does not have a large transport network in the 
territory. There is no railway. The container terminals are located in Ka Ho Harbor 
and Inner Harbor and only handled a throughput of 112 thousands TEUs in 2003 
(http://www.dsec.gov.mo, accessed on 10 May 2004). The opening of the Macau 
International Airport in 1995 and the construction of the inter-island bridges have 
been the most important transportation development in the recent years in the city. 
Cross-Boundary Transportation 
There are three land boundary crossings on the Shenzhen-Hong Kong border, 
namely Man Kam To, Sha Tau Kok that started operation in year 1985, and Lok Ma 
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Chau that started operation in December 1989 for goods vehicles, August 1991 for 
passenger vehicles, November 1994 for 24 hours operation of goods vehicles and 
January 2003 for 24 hours operation of passenger vehicles. There are various private 
operated shuttle bus services, air flights and ferries services between Hong Kong and 
PRD cities. The KCRC Kowloon—Guangzhou Through Train, which shares the 
tracks with the local East Rail service inside Hong Kong, is the only direct railway 
connection between Hong Kong and the PRD railway network. There are currently 
12 pairs of through trains running between Guangzhou and Hong Kong daily 
(http://www.kcrc.com.hk, accessed on 22 April, 2004). There are two boundary 
checkpoints in Gongbei and Lotus Bridge between Macau and Zhuhai. 
There are ferry and helicopter services between Hong Kong and Macau. However, 



























































































































































































Major Problems in the Transportation Development 
One problem is the imbalanced spatial pattern within the PRD region. It is the 
practice in this region that the expansion of transportation network in an area follows 
its the economic development. Therefore, the development of transport infrastructure 
is concentrated in prosperous cities. Both expressways and railways connect only 
major cities while many peripheral cities and areas such as Zhaoqing are not well 
connected. The railway network is the least developed. Major cities like Zhuhai, 
Zhongshan, Jiangmen, Sliunde and Nanhai, mainly located in the west PRD, are not 
connected by railways yet although Guangzhou-Zhuhai Railway has been planned 
(Xu and Xu, 2002). This problem will not be further discussed in the following as it 
is not the focus of this research. 
The major problem is in the infrastructure for cross-boundary transportation. 
Lack of direct connection between Hong Kong and the PRD region, and inadequate 
coordination in transport development and policies are two main issues. 
Although there are many linkages between Hong Kong and the PRD region, the 
only infrastructure for direct transport connection are the Kowloon—Canton Railway 
and the highway linkage Route 9 (Hong Kong)—Lok Ma Chau 
Checkpoint一Guangzhou-Shenzhen Expressway (Figure 3.1). Hong Kong's 
remaining highway system is not directly connected to Shenzhen's expressway 
system. The connection between the two systems is fragmented. Furthermore, the 
capacity of the present infrastructure is far less than the existing traffic loading. 
Some roads are already saturated. For example, congestion is frequent in Lok Ma 
Chau and Man Kam To. This has wasted much resources, time and money and has 
caused much environmental pollution. It is even a disincentive to invest in the PRD 
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region. One explanation for such congestion is that there are only road and railway 
connections to the eastern side of PRD, vehicles to and from western PRD cities have 
to pass through Shenzhen and Guangzhou. There is still no bridge or tunnel to 
connect Hong Kong and the western PRD. 
Regarding the coordination in transportation policies, Hong Kong's colonial 
status before 1997 made it hard to adopt close, frank and common policies on 
transport development along with Guangdong Province. In the last few decades, due 
to political changes in China, Hong Kong focused on the development of its internal 
transportation. There was no cooperation in policy-making or cross-boundary 
development and the through train service was even stopped in 1950 (Zhu and Wang, 
1997). Up to the opening of China in 1978，the communication between two sides 
was still at the non-govemmental level only. It was in 1994, ten years after the 
release of the Sino-British Declaration, when the Sino-British Infrastructure 
Coordination Committee was established to exchange the information of 
infrastructure development. This committee was replaced by the Hong Kong and 
Mainland Cross-boundary Major Infrastructure Coordinating Committee after 1997. 
However, many infrastructure projects in Hong Kong before 1997 such as those in 
the "Port and Airport Development Strategy" was criticized as closed infrastructure 
projects without taking the PRD region into consideration. The Chinese Government 
was not satisfied with such projects. Only after a series of meeting and 
communication between the governments, an agreement was finally reached in June 
1991 (Zhu and Wang, 1997). The situation did not improve much even after the 1997 
reunification. It has become better only since 2001 and many agreements have been 
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reached in the past two years, such as the development of Shenzhen Western 
Corridor and the HZMB. 
The lack of coordination in the development of transport infrastructure refers to 
two aspects, i.e. the lack of coordination between administrative units and the lack of 
coordination between transport modes. There is inadequate coordination in the 
development of transport infrastructure not only between Hong Kong and the PRD 
region but also among PRD cities. Although we regard the PRD region as one 
economic entity, many studies (Loh, 2002; Tuan and Ng, 2003; Xu and Xu, 2002 and 
Zheng and Zhao, 1997) showed that the relationship between cities in the PRD 
region is competitive rather than cooperative in many aspects. Therefore, poor design, 
poor planning and duplication of the infrastructure are common in the PRD region. 
As a result, some infrastructures are over-utilized and some are under-utilized. For 
example, there is no direct connection between Guangzhou and Shanwei. One needs 
to go by way of Shenzhen adding unnecessary traffic load to the 
Guangzhou—Shenzhen Expressway (Xu and Xu, 2002). 
The five international airports in Hong Kong, Macau, Guangzhou, Shenzhen and 
Zhuhai are always criticized as typical examples of duplication, wastage of resource 
and no coordination in airport planning between governments. The distance between 
Hong Kong airport and Shenzhen airport are short while the distance between Macau 
airport and Zhuhai airport are even closer. Zhuhai airport is badly under-utilized. Its 
inefficient operation has caused enormous financial loss (Xu and Xu, 2002). As the 
new Guangzhou Baiyun International Airport with high capacity started operation in 
August 2004, Hong Kong airport and Guangzhou airport can keep their dominating 
positions in the market and handle the most of passengers and cargoes in the region 
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while Zhuhai airport and Macau airport may still under-utilized. Moreover, it is 
estimated that the maximum capacity of airports in the future (like year 2010 and 
2020) will exceed the potential demand in the region significantly. 
Another aspect is the coordination between transport modes in the GPRD region. 
There are few exchange facilities for different modes of transport. As Enright et al. 
(2003:241) wrote in their report: 
"...connectivity around the region is not as good as it could be. While 
the highway system planned for the region will improve matters, an 
integrated approach to the highway, rail, water and air transportation 
systems around the region will be needed if connections are to be made in a 
seamless fashion." 
In short, there are rooms for improvement. As the region is facing stronger 
competition and increasing traffic flow and population flow, it is necessary to solve 
the problems mentioned above to increase the competitiveness. 
The Future Development of Transportation 
A well-planned and efficient transportation network is important to the economic 
development of a region. The Guangdong Provincial Government, governments in 
PRD cities and two SAR governments have been studying and planning the future 
development of transportation network with stronger regional perspective in order to 
optimize the regional transportation network. For example, "Feasibility Study for 
Additional Cross-border Links", a study by the Planning Department of the 
Government of the Hong Kong SAR in 2000，assessed the cross-boundary traffic 
demand up to 2020 and the feasibility and desirability of the proposed 
cross-boundary links—Shenzhen Western Corridor and LDYB. The "Railway 
Development Strategy 2000", the "Second Railway Development Study" (RDS-2) 
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and the "Third Comprehensive Transport Study" (CTS-3) studied the future 
development of transportation infrastructure in Hong Kong and the possible railway 
links to the PRD region. Moreover, the "Hong Kong 2030”，a strategic study of Hong 
Kong's development in the next 30 years, also considers the close relationship 
between the Hong Kong SAR and Guangdong Province in various aspects, including 
the planning of regional transportation network (Hong Kong 2030, 2001). 
In the Tenth Five-Year Plan period (2001-2005), the Guangdong Provincial 
Government attempts to establish Guangzhou and Shenzhen as the "dragon head" in 
the urban infrastructure development that are accompanied by small cities. Cities will 
be linked by the planned intra-city links and inter-city expressways and rails which 
spread in the radial form from Guangzhou. Guangzhou will reinforce her position of 
central transport hub in the proposed comprehensive transportation network of 
Guangdong. Such plans can consolidate and improve the fragmented networks in the 
region. 
New linkages will be constructed between Hong Kong and the PRD region. The 
Shenzhen Western Corridor (SWC), a five km bridge that connects Shekou 
(Shenzhen side) and Ngau Horn Shek (Hong Kong side), is building and is expected 
to be completed in 2005. It is projected that in the first year of the opening of SWC, 
there would be 28400 cross-boundary vehicles using the corridor a day. This number 
is larger than Lok Ma Chau's projected flow of 24800 vehicles in 2006. The traffic 
flow in the SWC would further increase to about 80000 vehicles a day in 2016 
(LegCo, 2002). There would also be a breakthrough in the cross-boundary 
cooperation of governments. One stop joint inspection of vehicles and passengers 
will be implemented in Shenzhen side of the SWC in the first time (LegCo, 2003). 
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The Lok Ma Chau and Huanggang checkpoint will also adopt this policy when the 
KCRC Lok Ma Chau Spur Line is in operation. Such joint inspection can greatly 
shorten the length of time to complete the border checking procedure. 
A fifth land boundary crossing between Hong Kong and Shenzhen has also been 
proposed. Two governments are considering this checkpoint at Liantang, an area near 
Man Kam To. The new crossing is expected to facilitate the fast growing 
cross-boundary movement of goods vehicles and to alleviate the congestion at other 
crossing points and the adverse environmental impacts (Hong Kong 2030，2001). At 
the same time, the Shenzhen authority is going to upgrade the road infrastructure in 
the eastern Shenzhen to connect the crossing points such Sha Tau Kok, following the 
planning concept of "East in East out, West in West out". The Shenzhen Metro Line 
1 and Line 4 are now under construction. Two lines will connect the KCRC's East 
Rail at Lo Wu Station and KCRC's Lok Man Chau Spur Line respectively. The two 
railway systems will then be connected to facilitate the movement of cross-boundary 
passengers (Figure 3.1) (Hong Kong 2030, 2001). Moreover, the Lok Ma 
Chau—Huanggang boundary crossing will be extended. A new cross-boundary 
bridge with four lanes for goods vehicles will be built to eliminate the bottleneck 
problem and increase the traffic capacity of this boundary crossing. 
A new link between Hong Kong and western PRD is also being considered. In 
the early 1980s，Sir Gordon Wu proposed the idea of LDYB. His latest suggestion is 
a Y-shaped HMZB. The estimated construction cost is about HK$15 billion. It has 
been reported that there would be active and willing participation of local and foreign 
enterprises in the HMZB project. The construction of the bridge not only provides a 
new boundary crossing from the southwest side of Hong Kong to the western PRD 
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region, it also forms a complete regional transportation network in the GPRD. A 
large ring road system will be formed linking all the core cities in the region. On the 
economic aspect, it is expected that the traffic time will be shortened and the 
transport cost will be reduced. The increase in the traffic flows of goods and 
passengers will foster investment, economic development and tourism of the cities in 
the western PRD such as Zhongshan, Zhuhai and Macau (Tuan and Ng, 2003). 
Chapter four will discuss the HMZB in details. 
Summary 
As land transport, via motor vehicles and trains, are the most common modes of 
passenger and freight transport in the GPRD region, they are the focus of the review 
in this chapter. The tremendous growth of the regional economy has been followed 
by a rapid increase in the scale of flows and significant development of the regional 
transportation network. In the past 25 years, many new and high quality transport 
infrastructures have been built and the transport efficiency has been raised. Some 
examples are the new regional expressways such as Guangzhou—Shenzhen 
Expressway and Guangzhou—Zhuhai East Line, and the upgrading of roads and 
train services. However, the private sector and civil society-initiated economic 
development and the increase of flows are faster than development of transportation 
network by the governments. The Hong Kong Government has been reluctant to 
develop the infrastructure for the cross-boundary transport for a long period. The 
coordination among cities/counties in PRD, and between the PRD region and Hong 
Kong are not adequate. Therefore, the regional transportation networks are not well 
developed and many problems have emerged. 
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In recent years, in order to tackle these problems, many practical efforts have 
been made in the development of the regional network and the cross-boundary 
infrastructure. Cooperation and coordination among governments in the GPRD 
region are fostered. Examples include the construction of the SWC and the proposals 
of the HZMB and the Guangzhou—Shenzhen—Hong Kong regional express railway. 
On the cooperation of five international airports in the GPRD region, the A5 Alliance 
has been established to encourage closer cooperation and coordination, as well as 
joint promotions in other countries. The Hong Kong and Mainland Cross-boundary 
Major Infrastructure Co-ordinating Committee and other relevant authorities are 
designated to deal with such issues. 
The changes of the attitudes of governments towards the regional transportation 
network and their cooperation reflect the changes in the regional governance of the 
GPRD region, from no cooperation initially to little cooperation and better 
cooperation in recent years. The regional governance of the GPRD region will be 
further examined through the case of the HZMB in the coming chapters. 
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CHAPTER 4 
THE DEVELOPMENT OF CROSS BOUNDARY 
LINKAGE PROPOSALS 
Introduction 
As stated in the previous chapter, we can expect that future economic and social 
development will result in further increase in the cross-boundary activities and flows 
of people and goods among Hong Kong, Macau and the PRD region. 
Cross-boundary infrastructure should be improved and expanded to match the 
growing needs. Some improvements have been made. For instance, Lo Wu Railway 
Bridge was built in September 2003 as part of the improvement project of Lo Wu 
Check Point to provide better connection between Hong Kong and Guangdong 
railway systems. 
The new arrangement to allow Mainland Chinese to visit Hong Kong and Macau 
using individual visa is another good example. It is the most significant policy on the 
flow of people in this region. This policy was first implemented on 28 July 2003 in 
four cities in the PRD region and then rapidly extended to three more cities, 
Guangzhou, Shenzhen and Zhuhai, on 20 August 2003. The policy was further 
extended to Shanghai and Beijing on 1 September 2003 and to the whole Guangdong 
Province on 1 May 2004. This is not only a great step to open two SARs to a large 
number of visitors from the mainland China, it is also a policy reflecting the 
decreasing gap, such as in the consumption power, between people in Guangdong 
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and SARs. Many people in the Hong Kong society believe that these visitors are 
coming to save Hong Kong economy. 
For example, there were 440 thousands visitors to Ocean Park in August 2003， 
the second highest level in her historical August time. The Park revealed that the 
Mainland Chinese visitors spent longer time in the Park and they had higher 
consumption expenditure in the Park too (Hong Kong Economic Journal, 17 
September 2003). At the same time, the total number of Mainland visitors to Hong 
Kong in August 2003 was 946 thousands, 43.4% more than that in August 2002 and 
253 thousands more than that in July 2003. They spent about HK$ 4730 million in 
Hong Kong. In the same period, there were 5099 thousands Hong Kong visitors to 
the Mainland in August 2003, and they spent HK$ 3518 million. Hong Kong had 
surplus revenue of HK$ 1200 million in tourist expenditure against Mainland China 
(Ming Pao, 20 October 2003). This shows that a closer cooperation among all PRD 
cities is possible and that benefits the whole region. If there is a cross-delta bridge 
between Hong Kong and western PRD with a reasonable bridge toll, it is sure that 
more people in western PRD will visit Macau and Hong Kong through this 
convenient way. 
Previous section has indicated that cross-boundary infrastructure is an important 
area of regional governance that has undergone significant changes in recent years. 
This study will focus on the cross-boundary linkage proposals, in the form of bridge 
or tunnel between east and west sides of GPRD, from the perspective of regional 
governance. In the following section, the conceptual framework and research 
methodology for this study will be introduced. The evolution of cross-boundary 
linkage proposals in the past two decades will then be examined. The debates on the 
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cross-boundary linkage and the participation of stakeholders will be the focus of this 
chapter. Finally, a summary will be given. 
Conceptual Framework and Research Methodology 
Conceptual Framework 
The definition of the GPRD region is given in the first chapter. The constitution 
of the GPRD region creates a complex political and economic network. The vertical 
and horizontal relationship among SARs, the province and cities/counties are 
complicated and unique. Both strong cooperation and competitions can be found 
among them. Simultaneously, many endogenous factors and exogenous factors affect 
the policies and the development of the region. For example, the implementation of 
Closer Economic Partnership Arrangement (CEPA) and the accession to China of 
WTO increases the flow of people from Guangdong to Hong Kong and Macau while 
some Hong Kong's service sectors can now enter the mainland market with the PRD 
region usually as the first landing point. 
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Figure 4.1 The conceptual framework showing the relationship and interactions 
between various stakeholders. 
Figure 4.1 presents a conceptual framework that shows the relationship and 
interactions between various stakeholders. Under the approach of regional 
governance, the governing of cross-boundary issues of the GPRD region is in a 
network, with various cross-boundary governmental and non-govemmental 
mechanisms. Governments are the major stakeholders and there are governmental 
mechanisms through the interactions among the Guangdong Provincial Government, 
the governments of PRD cities, the Hong Kong SAR Government, the Macau SAR 
Government and the coordinating as well as decision making of the Central 
Government. Their interaction is shown in bold arrows. On the other hand, the 
interactions of private sector and civil society are mainly through the 
non-govemmental and self-organized mechanisms. The relationship between 
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government and non-govemmental stakeholders is close in the system of the PRD 
Economic region, the system of Hong Kong SAR and the system of Macau SAR but 
in different extent. However, there is one major difference among the three systems 
in economic development. The governments in PRD cities and the Guangdong 
Provincial Government play a leading role in economic development, including the 
infrastructure development such as the cross-delta bridge while the Hong Kong SAR 
Government and the Macau SAR Government only play a facilitating role. The 
private sector and civil society play a major role in the economic development in two 
SARs and they have strong impact on the government policies. Their strong power is 
shown in a bigger square than their counterparts in PRD Economic Region in the 
figure. 
Research Methodology 
In this study, theoretical and empirical, quantitative and qualitative approaches 
are utilized. Theoretically, this study adopts the governance approach to examine the 
issue of regional governance in the GPRD region. Empirically, a case study approach 
is used focusing on the development and debates on the cross-boundary linkage of 
HZMB. 
In the last two chapters, literatures and discourses have been reviewed. Concepts 
and cases of regional governance have been summarized. Also, quantitative data of 
various aspects of GPRD performances and GPRD trends are reviewed. The data 
comes form the statistical yearbooks of Hong Kong, Macau and Guangdong; 
research reports of port, airport and road network development; studies on 
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cross-boundary interaction and connection; and the government documents such as 
development plans. 
In this and the next chapter, various materials, data and documents will be used. 
Documents from different government departments such as Legislative Council 
working papers and Highways Departments' papers will be used to understand the 
perspective and ideas of the governmental sector. Existing studies on the 
cross-boundary linkage will be used to know the details of different proposals and 
the evolution. Media news will be a major source to keep track of the development of 
this cross-boundary linkage issue, especially the release of new proposals and the 
action of stakeholders. 
Besides all the second-hand data, the author also interviewed four 
stakeholders/groups from different sectors to explore their perspectives in details, 
collect in-depth information and to verify other information that the author has 
collected from the second-hand data. However, the names of the interviewees will 
not be disclosed here. Interviewee A is a senior planner from the Planning 
Department of the Hong Kong SAR Government; interviewee B is a director from 
Hutchison Port Holdings in Hong Kong; interviewee C is a director of a research 
institute in Hong Kong; and interviewees D are a group of Shenzhen planners. 
All the bridge proposals collected are categorized into different scenarios. The 
advantage and disadvantage of each scenario to the region and stakeholders are 
summarized. Different debates and arguments are introduced afterward. Through 
understanding the process of the development of the bridge proposals, the 
mechanism for the coordination and cooperation of stakeholders can be analyzed. By 
explaining the reasons behind these debates, arguments and problems, a tentative 
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conclusion of the way to achieve consensus in the regional governance of the GPRD 
is formed. 
Evolution of Cross-Boundary Linkage Proposals 
In this study, the focus will be the debates on cross-boundary linkage proposals 
and the participation of stakeholders rather than the design of the cross-boundary 
linkage and other technical issues. Nevertheless, in order to have a better 
understanding of the development of cross-boundary linkage proposals and of the 
basic advantages and disadvantages of cross-boundary linkage proposals, details of 
each scenario are provided in this chapter. 
Since the emergence of the first idea of a cross-boundary linkage at the mouth of 
Pearl River in 1983，it has been discussed and debated in the region for more than 20 
years. Five stages can be generalized regarding the development of various proposals. 
Table 4.1 shows the timeline of various proposals. They can be grouped into north, 
middle and south scenarios and the tunnel scenario, details are provided in the 
subsequent sections. 
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Table 4.1 Development timeline of bridge proposals 
1983 First proposal of Lingdingyang Bridge (LDYB) (North scenario) by Sir 
Gordon Wu. 
1989 LDYB proposal by Zhuhai Government. 
1991 Macau Polytec Group's proposal of Hong Kong-Macau Bridge. 
1992 Feasibility study of LDYB by MOC for Guangdong Government. 
1996 Modified LDYB (Middle scenario) by Prof. Zheng Tianxiang. 
1996 Zhuhai Government handed in LDYB proposal to the State Council. MOC 
compared the South (i.e. Middle scenario in this research) and North Scenario 
and recommended the North Scenario. 
1997 January Macau Polytec Group's Hong Kong-Macau Bridge Proposal (South scenario). 
1997 December Central Government approved to conduct the feasibility study on the LDYB. 
1998 Qian, Luo and Zheng's LDYB and Lingdingyang Port Proposal (South 
Scenario). 
2001 January LDYB and Wanshan Deep Water Port (South Scenario) by Development 
Research Center of Guangdong Government. 
2001 May Sir Gordon Wu's Guangdong-Hong Kong-Macau Bridge (GHMB) proposal 
(Middle Scenario) with the development of a container port. 
2001 Summer Three suggestions from MOC, Zhuhai Government and Prof. Zheng Tianxiang 
after a comprehensive research. 
2001 December A 30 km Tunnel Proposal between Zhuhai and Shenzhen (Tunnel scenario) by 
Prof. Zheng Tianxiang. 
2002 April Guangdong's Zhuhai-Shenzhen Tunnel proposal. 
2002 May Reiteration of the GHMB proposal by Sir Gordon Wu. 
2002 September "Double-Y" Bridge idea by Dr. Victor Fung. 
2002 September Comprehensive Proposal by Shiu Sinpor and Yang Chun (Middle scenario). 
2003 January "Double-Y" Bridge proposal by Prof. Zheng Tianxiang. 
2003 August NDRC Institute of Comprehensive Transportation's study on three scenarios 
released. Hong Kong-Zhuhai-Macau Bridge (HZMB) (Middle scenario) is 
suggested. 
Stage 1:1983-1989 Incubation of Idea 
One main suggestion was made by Sir Gordon Wu in 1983，the beginning of 
this stage. He suggested building a bridge from Black Point (Lan Kok Tsui) in 
northwest Hong Kong to Tangjia Bay in Zhuhai via Qi'ao Island (Figure 4.2) (Shiu 
and Yang, 2002a). It is possible that there were some other insignificant suggestions 
and proposals in these early years that it is now hard for the author to find out. 
Similarly, some initial concepts and ideas about such a bridge might have appeared 
in the planning-related departments and bureaux in some local PRD governments, 
the British-Hong Kong Government and the Portuguese-Macau Government 
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following the above suggestion. However, such information may not be well 
documented. 
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Figure 4.2 Cross-boundary linkage proposals in Pearl River mouth 
Source of base map: Map Products section. Lands Department, the Hong Kong SAR Government. 
http:/Avww.info.gov.hk/landsd/mapping/mp/htinl/index.htm’ accessed on 30 September 2003. 
65 
Map Key: 
SWC—Shenzhen Western Corridor 
1)Sir Gordon Wu’s Lingdingyang Bridge Proposal in 1983 
2)Zhuhai Government Lingdingyang Bridge Proposal in 1989 
3)Zhuhai Government Lingdingyang Bridge Proposal to the State Council in 1996 
4a) MOC, Zhuhai Government and Zheng Tianxiang's Lingdingyang Bridge Proposal in 2001 
4b)4a bridge with Shekou as landing location 
5)Hong Kong-Macau Bridge by Polytec Group in 1991 
6)Zhuhai-Hong Kong-Macau Bridge by Prof. Zheng Tianxiang in 1996 
7)Guangdong-Hong Kong- Macau Bridge by Sir Gordon Wu in 2001 
8)"Double-Y" Bridge by Dr. Victor Fung in 2002 and by Prof. Zheng Tianxiang in 2003 
9)Shiu and Yang's comprehensive proposal in 2002 
10)Hong Kong-Macau Bridge by Polytec Group in 1997 
1 l&12)Lingdingyang Bridge and Lingdingyang PortAVanshan Deep Water Port by Qian, Luo and 
Zheng in 1998 and Development Research Center of Guangdong Government in 2001 
13)Tunnel proposal by Prof. Zheng Tianxiang in December 2001 and by Guangdong Provincial 
Government in April 2002 
14) Revival of the Lingdingyang Bridge idea by Cheng Yu Tong 
15) Shenzhen Proposal by Liu Huiyuan in 1996 
In this stage, the only active non-govemmental stakeholder is Sir Gordon Wu, a 
famous Hong Kong entrepreneur who is a pioneer to invest in PRD's infrastructure. 
He has been a member of the National Committee of the Chinese People's Political 
Consultative Conference (CPPCC) since 1983. No other businessmen, scholars, 
experts and governments can be described as active stakeholders at that stage. 
It is not difficult to find out the reasons for making such a suggestion. 
Physically, this region is an estuary, the outlet of the Pearl River. There is no 
physical linkage that connects the eastern side and the western side of the delta. A 
linkage can provide a good and convenient transportation channel for two sides and 
facilitate the flows of people, vehicles and freights in the whole region. 
For Sir Gordon Wu and his company Hopewell Holdings Limited, no one can 
deny his willingness to develop the PRD region. Indeed, the construction of this 
linkage can provide an opportunity for his company to generate profit and establish 
its PRD road network if it is successful in biding the project. 
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For other businessmen, scholars, experts and governments, it is reasonable for 
them not to be active. First, the amount of flows of people and freights were not large 
enough at that time to support the construction of a new physical linkage. The water 
transport could meet the demand. Therefore, most businessmen did not have strong 
interest in this matter and governments felt that there was no need to conduct any 
feasibility studies or design. Moreover, Hong Kong was a British colony and Macau 
was a Portuguese colony. Britain and China were discussing Hong Kong's future in 
the 1980s that created an intensified atmosphere. It is hard and not usual to achieve 
close cooperation and coordination between governments for this cross-boundary 
infrastructure. The focus then was on Hong Kong's sovereignty and the new airport 
in Chek Lap Kok. On the other hand, the proposed bridge would not connect Macau. 
It is impossible to get any support from the Macau stakeholders. 
In short, even though a bridge idea was proposed by a Hong Kong entrepreneur 
that was spatially and technically workable, it did not attract any significant 
responses in this region. The small flows of people, vehicles and freights, and the 
unfavorable geo-political condition were the main barriers in building the 
cross-boundary linkage in the 1980s. However, the bridge idea was incubated in this 
stage. 
Stage 2:1989-1997 Great Leap Forward I 
After the incubation of the idea in the previous years and the fast economic 
development in the GPRD, the demand for a cross-boundary linkage was increasing. 
In 1989，the Zhuhai Government made a proposal on the Lingdingyang Bridge 
(LDYB) that was based on Sir Gordon Wu's idea in 1983. The landing location in 
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Hong Kong would be Black Point. The bridge would land at Jinding in Zhuhai via 
Lingding Island and Qi'ao Island. The length of the bridge would be 33 km and the 
estimated investment would be RMB 11.8 billion (Shiu and Yang, 2002a). The 
Zhuhai Government conducted many advance studies and technical analyses for the 
bridge along with the Guangdong Provincial Government and the Ministry of 
Communication (MOC) from 1990 onwards. The Zhuhai Government modified the 
proposal and handed in to the State Council in 1996. The proposal introduced two 
bridge scenarios, namely the North Scenario and South Scenario (i.e. the Middle 
Scenario in this research). MOC compared the two bridge scenarios and 
recommended the North Scenario. The proposal got the approval of the State 
Planning Commission (renamed as State Development and Planning Commission in 
1998) of the State Council successfully to conduct a feasibility study in December 
1997. The proposed bridge would be 23 km long, with an investment of RMB 13.4 
billion. It was expected to be in use in 2004. The landing location in Zhuhai was 
changed from Jinding to Daiwangjiao on Qi'ao Island. Qi'ao Island was one of the 
suggested locations of the bridge in Zhuhai and the Qi'ao Bridge (Zhuhai to Qi'ao 
Island) was built to prepare for the link with the LDYB in the future. However, 
because of the strong opposition of Macau and the passive response from Hong Kong, 
the study did not have much progress and stopped silently. 
According to Shiu and Yang (2002a), Macau Polytec Group suggested another 
option, the Hong Kong-Macau Bridge, in 1991. Rather than Qi'ao Island and Tuen 
Mun, the bridge would link up Zhuhai urban proper, Macau and Lantau Island in 
Hong Kong instead. The study also considered a further link to the Hong Kong 
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International Airport in Chek Lap Kok from the landing point of Hong Kong. The 
proposed bridge would be 30 km long. 
In 1996, Professor Zheng Tianxiang in Zhongshan University suggested his 
modified LDYB proposal that could benefit the economies of Zhuhai, Hong Kong 
and Macau by connecting these three cities. The alignment of the 26 km long bridge 
would start from Tai O in Hong Kong, pass through Dajiuzhou Island and land in 
Jiuzhou Port in Zhuhai. There would be a spur line from Dajiuzhou Island to Hac-Sa 
in Macau. 
One year later, Macau Polytec Group suggested another Hong Kong-Macau 
Bridge proposal that was a bit south of its previous proposal. The alignment ran from 
Sai Wan in Hong Kong to Coloane in Macau via Niutou Island and Sanjiao Island. A 
bridge extension could be built from Coloane to Hengqin for a connection to Zhuhai. 
The total length would be 28 km. 
Besides different bridge alignments across the Pearl River outlet, some 
stakeholders also suggested a cross-delta tunnel instead. Early in the mid-1990s, a 
Macau scholar Huang Jiushun explained that the environment in PRD is a 
disadvantage to a cross-delta bridge as there are strong wind and occasional typhoons. 
Pearl River outlet is also a major channel for container ships. Moreover, this scholar 
believed that a cross-delta tunnel in Pearl River Mouth is not unrealistic. The 
Channel Tunnel between Britain and France is even longer than the tunnel in his 
proposal. However, this tunnel proposal has rarely been mentioned in subsequent 
discussions (Huang 1998 and Shiu and Yang, 2002a). 
Among all, Zhuhai Government was the most active stakeholder in this stage. 
The former Zhuhai mayor Liang Guangda was an active and major proponent in this 
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event. Their proposals and actions stimulated many discussions as well as arguments 
and objections. Some objections were related to Zhuhai's excessive investment and 
the financial deficit in other infrastructure construction. On the other hand, 
participation from other businessmen and experts increased. A private company in 
Macau, Polytec Group, suggested the proposal twice. Professor Zheng Tianxiang and 
Huang Jiushun also expressed their ideas. Similar to the previous stage, the 
British-Hong Kong Government and the Portuguese-Macau Government were aware 
of the development of Zhuhai's bridge proposal but did not make active responses. 
The British-Hong Kong Government included a preliminary study on the LDYB in 
the Territorial Development Strategy Review (TDSR) after 1993. According to 
interviewee C, he believed that the British-Hong Kong Government regarded a 
cross-boundary bridge possible conceptually. However, the design and the location 
of the bridge were not considered by the Government immediately. He also 
concluded that the selection of Tuen Mun as the landing point of the LDYB was not 
based on a scientific research. It was only a simple feedback to Zhuhai's LDYB 
proposal. It would be an arduous construction task and a challenge to the traffic in 
the northwest New Territories if the bridge lands in Tuen Mun (Huang, 1998; Shiu 
and Yang, 2002a and interview with interviewee C on 29 July 2003). 
The Guangdong Provincial Government and the Central Government also 
involved in the bridge project and it was necessary. They worked with the Zhuhai 
Government to carry out various studies. The Central Government had to examine 
and approve the proposal at the same time. One important point is that even though 
Zhuhai was the proponent of the LDYB, Zhuhai had to work under the specified 
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channel that was set up by the Central Government to bargain with the British-Hong 
Kong Government. 
Stage 3:1997-2002 Time with Various Focuses 
Even though the State Council approved conducting a feasibility study of the 
LDYB in December 1997, there was no practical progress in the Zhuhai 
Government's LDYB project after getting the approval. Many proposals and 
supportive ideas were proposed by various stakeholders continuously. More different 
sectors participated in this matter during this stage. The general public was also 
informed through the news reports of mass media. 
In 1998, Professor Zheng Tianxiang along with Qian Zhaojun and Luo 
Zhangren announced their new LDYB proposal (Qian, Luo and Zheng, 2000). Their 
new proposal considered the factor of Macau and therefore the bridge would locate 
to the south of the original one. It would land on Lantau Island, Gongbei and Macau 
urban proper. Moreover, they suggested that the Lingdingyang Port could be built in 
the middle of the bridge to strengthen the freight business of the GPRD region. The 
bridge would start from Peaked Hill (Kai Yet Kok) on Lantau Island, pass through 
Niutou Island and Qing Zhou and reach Macau and Gongbei in Zhuhai. Land would 
be reclaimed from the sea near Niutou Island and Guishan Islands to form 38 km^ 
new land and a pool of 31 km^ as the Lingdingyang Port. The investment of the 
bridge and the port would be about RMB 18-20 billion and RMB 6.1 billion 
respectively. 
In January 2001, the Development Research Center of Guangdong Government 
adopted and modified the above proposal and released "the Lingdingyang Bridge and 
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Wanshan Deep Water Port Proposal". Similar to the proposal by Zheng et al., the 
bridge would start from Peaked Hill, the southwest edge on Lantau Island, pass 
through Niutou Island and Qing Zhou and land on a reclaimed island along Gongbei 
east coast and finally reach Zhuhai and Macau (Shiu and Yang, 2002a). It was the 
first proposal from the governmental sector after the approval of LDYB by the 
Central Government in 1997. 
In the following months, Sir Gordon Wu proposed a new Guangdong-Hong 
Kong-Macau Bridge (GHMB) proposal to replace his previous suggestions as the 
economic and social situations of the GPRD region have changed greatly. The Hong 
Kong SAR Government is developing Lantau Island, such as the new Hong Kong 
International Airport, the Tung Chung New Town and the Disneyland to start 
operation in 2005. The landing location of his new proposal would be on Lantau 
Island, Gongbei and Macau urban proper. It is called "Single-Y Bridge" and 30 km 
long. The estimated investment would be HK$ 15 billion. Moreover, the suggested 
toll is HK$ 150 per private car and the cost returning time is about 8-10 years (Ming 
Pao, 30 August 2003). In a later time, he further suggested that container terminals 
could be built in Tai O, next to the bridge. This would make it convenient to handle 
containers coming from the western PRD. This idea however provoked many 
discussions and opposition, such as counter-arguments from Li Ka Shing, another 
business tycoon in Hong Kong. 
Around the same time, the MOC, the Zhuhai Government and Professor Zheng 
Tianxiang finished a comprehensive research of all previous LDYB proposals. They 
suggested three possible bridge alignments across the Pearl River Mouth including 
the original LDYB approved by the State Council, the modified LDYB that would 
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land at Shekou in Shenzhen instead of Tuen Mun in Hong Kong and the one 
proposed by the Development Research Center of Guangdong Government in 2001, 
Among these proposals, some did not adopt the bridge design. In December 
2001, Professor Zheng Tianxiang suggested to build a tunnel, 30 km long, between 
Zhuhai and Shenzhen. Subsequently in April 2002，Guangdong Provincial 
Government unveiled that they were planning a cross-river mouth tunnel between 
Zhuhai and Shenzhen. This proposal is special because not only it is a tunnel rather 
than a bridge project, this tunnel will also connect neither Hong Kong nor Macau 
while most other proposals at least connect Hong Kong. One important point is that 
the tunnel would not be a cross-boundary infrastructure project and its 
implementation must be easier as Guangdong would have no need to cooperate and 
coordinate with Hong Kong and Macau. Moreover, the tunnel can provide a similar 
function and have similar economic benefit to that of LDYB or GHMB. 
It is clear that more and more stakeholders had involved in this matter, and more 
issues of regional cooperation and regional governance had been created. 
Stakeholders could be divided into different groups based on their performance. 
Proposals were made mainly by the major stakeholders such as the Zhuhai 
Government, Sir Gordon Wu, research institutes and a few experts. 
During this stage, all governments did keep an eye on the development of the 
bridge proposals. The Guangdong Provincial Government and the Zhuhai 
Government still played an active role by conducting different studies and releasing 
new ideas. As the tunnel proposal involves Shenzhen, the Shenzhen Government 
paid more attention to this matter than before. However, little progress was made on 
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the bridge in the formal meetings between the Central Government and the Hong 
Kong SAR. 
Many people and experts expected that as Hong Kong and Macau reunified with 
China in 1997 and 1999 respectively, the two SARs should take up an active role to 
facilitate the development of the bridge. However, the fact was totally different. 
Little progress was achieved in cross-boundary development in the period 1997-2001 
(Shen and Yeung, 2004). One of the important factors should be the rapid downturn 
of the global economic atmosphere. Due to the serious influence of the Asian 
Financial Crisis, the Hong Kong economy and the government revenue declined 
sharply and time was needed for the recovery. Along with these crises were the 
deflation of the property market that dropped 65% from the peak in 1997 and the 
drop of the consumption power (Yeung, 2003), as well as the intensified relationship 
between civil servants and the SAR Government on the salary-cut proposal and other 
issues. Giving little experience of the new political leaders, the Hong Kong SAR 
Government would rather focus on solving all these political, social and economic 
crises first. 
For such large-scale cross-boundary infrastructure project, both the former 
British-Hong Kong Government and the Hong Kong SAR Government took cautious 
actions by seeking consultation. "Crosslinks Further Study", "Feasibility Study for 
Additional Cross-border Links" and "The Third Comprehensive Transport Study" 
were carried out by the Planning Department and Transport Department respectively 
during the 1990s. However, a consultation report advised that a new cross-boundary 
linkage would only be necessary in the medium term to long term and it can be built 
around 2011 to 2016. Even though the Government has the right not to accept the 
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advice of the consultation report, under the traditional demand-led planning strategy, 
the bridge was not considered in short term. It became a study topic in "Hong Kong 
2030" project. Moreover, some government officials used to regard that minimum 
integration with the Mainland was a way to protect the "one country, two systems" 
and to keep the international status of Hong Kong. Therefore, they tried to avoid the 
issues of cross-boundary cooperation and integration, including this bridge. One 
clear supporting evidence of such mindset is that the twice-a-year Hong 
Kong/Guangdong Cooperation Joint Conference was held only twice in four years 
after 1997 (interview with interviewee C on 29 July 2003). Shen and Yeung (2004) 
and Sung (2002) claimed that the Hong Kong SAR Government ignored the calls by 
the governments in PRD cities for close economic integration because the 
government adopted a fortress policy towards Hong Kong-PRD regional integration. 
Although the Macau SAR also faced a similar economic situation as Hong 
Kong, the social and political situations were more stable than Hong Kong. However, 
as the leadership knew that the status and economic power of Macau were not strong 
enough as Hong Kong and Guangdong, the Macau SAR Government adopted a 
rather passive role in the cross-boundary bridge issue. Although the Macau SAR 
Government did not propose any ideas, it stated clearly that the government would 
support any proposal that could benefit Macau. On the contrary, some powerful 
people expressed their individual opinions, such as Vitor Ng, Macau deputy to the 
CPPCC, submitted a proposal of the construction of the LDYB in the Fifth Session 
of the Ninth CPPCC meeting in April 2002. 
Besides governments, private sectors and businessmen showed their increasing 
attention to this cross-boundary bridge project, especially those in Hong Kong and 
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Macau. They gave active responses and opinion on this bridge and some also 
conducted PRD-Hong Kong studies in different scales. Examples include the debates 
between Sir Gordon Wu and Canning Fok (Hutchison Whampoa Ltd) about the 
suggested container terminals in Tai O. Dr Victor Fung, the Chairman of Li & Fung 
Group and the 2022 Foundation commissioned studies on the bridge and the 
economic development in GPRD. On the contrary, private enterprises in the 
Mainland did not express much opinion on this project. 
At the same time, scholars and experts were making their efforts for this bridge. 
One famous man should be Professor Zheng Tianxiang and his Centre for Studies of 
Hong Kong, Macao and PRD in Zhongshan University. He has been studying 
different PRD issues and keeps reporting his study results of the bridge. In Hong 
Kong and Macau, many scholars and NGOs are also studying this bridge and other 
PRD issues now, such as Shiu Sinpor and his "One Country Two Systems Research 
Institute", and PRD study centers in various universities in Hong Kong and Macau. 
Most of the ideas and proposals on the bridge are developed on the basis of 
previous proposals and are modified to suit for the changing society. For instance, 
Qian, Luo and Zheng's proposal in 1998 is based on their research and 
reconsideration of the previous proposals. They thought that there are deficits of 
previous proposals and their new proposal can solve the problem by using a holistic 
perspective and a long-term approach. Their idea of port development can handle the 
stable rising number of containers in the GPRD region. However, as the economic 
situation and governments' planning strategies have changed rapidly in the past few 
years, some of their assumptions may be no longer suitable and the proposal needs to 
be reviewed. For Sir Gordon Wu, it is his faith that the GPRD region needs this 
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bridge and this bridge can bring further development to the region. He kept pushing 
this idea and modified his proposals according to the changing social, political and 
economic environment. 
For the Zhuhai Government and the Guangdong Provincial Government, the 
support in the society and their past preparatory works were the forces for them to 
continue the study on the possibility of this cross-boundary bridge. Moreover, after 
20 years of development, the economic imbalance between the eastern PRD and 
western PRD was alarming to the Provincial Government. The Guangdong 
Provincial Government hoped that this bridge could improve the imbalance situation 
and those city governments in western PRD hoped to attract more investment by the 
building of this bridge. Therefore, they had been active in this matter. On the other 
hand, one major reason for the Guangdong Provincial Government to plan a tunnel 
between Zhuhai and Shenzhen in 2002 is that it did not get a positive and definite 
response from the Hong Kong SAR Government for the LDYB. As the 
vice-Govemor of Guangdong Province Ou Guangyuan explained in April 2002: 
"Fostering the development of western PRD must improve the transport 
network. Hong Kong thinks that such need (to building the LDYB) only arises 
after year 2020, but Guangdong needs it to connect to the national coastal 
expressway. Therefore, we need to prepare to build the Shenzhen一Zhuhai 
Tunnel" (Xinhuanet news, 6 August 2003). 
Rather than waiting for the Hong Kong SAR Government's cooperation, a 
tunnel can bring Guangdong similar positive economic effects and can connect the 
national coastal expressway eastern PRD section and western PRD section. 
After this tunnel proposal was released, serious arguments and intensified 
atmosphere appeared. Sir Gordon Wu, Professor Zheng Tianxiang and James E. 
Thompson (the former Chairman, The American Chamber of Commerce in Hong 
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Kong) commented that the tunnel would be a threat to Hong Kong and the Hong 
Kong SAR Government should be aware that there is an urgent need for the bridge. 
Even though Shiu Sinpor believed that the tunnel does not have enough flow to 
support and it is only a tool to test Hong Kong's reaction, this tunnel successfully 
raised the interest of the Hong Kong SAR Government to build a cross-boundary 
bridge in order to keep its leading role in the future development of the GPRD. 
Otherwise, Hong Kong could be marginalized along with Macau. This would be 
another serious hit to Hong Kong economy and probably no one is able to bear it 
anymore. 
The reactions of businessmen and entrepreneurs are also understandable. Even 
though there are already many private enterprises in the PRD region, almost all of 
them are not specialized in infrastructure construction. Those infrastructure 
enterprises are usually either the state-owned enterprise (SOE) or original SOEs that 
were privatized in the past decade. Therefore, they are usually very cautious in 
talking about the cross-boundary infrastructure issue that involved the interaction of 
governments and the regional development strategy. For enterprises in Hong Kong 
and Macau, some of them did show their enthusiasm by sharing their opinion and 
participating in discussions. However, as both interviewees B and C mentioned in 
interviews, the bridge project is still under a rather early stage of development, it is 
normal that a commercial organization did not take any practical action yet such as 
designing the bridge or drafting a tender proposal. They believed that once all 
governments agree to put the project out to tender, the interested companies would 
take immediate action. 
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Stage 4: 2002-2003 Great Leap Forward II 
This stage is another phase with rapid development in the cross-boundary 
linkage project because not only there were blooming of ideas and discussions, much 
practical works were also conducted and decisive arrangements were made by 
governments in this stage. The attitudes of some stakeholders were changed too. This 
linkage became a hot topic in the GPRD societies in this stage. 
In May 2002, Sir Gordon Wu reiterated his bridge proposal that was proposed 
in 2001 at a cross-boundary infrastructure conference (JMSC, 2002). His reiteration 
raised the attention of both civil society and governments successfully. However, the 
then Hong Kong transport secretary Nicholas Ng expressed his solid mindset that the 
study of the bridge should be conducted after 2020 (JMSC, 2002). 
In late 2002，Cheng Yu Tong, the Chairman of Hong Kong-China Relations 
Strategic Development Research Fund and a member of the Executive Council of the 
Hong Kong SAR Government, mentioned the LDYB proposal again. He believed 
that the LDYB project is a more possible project than the others. As the advance 
work of this bridge has been finished, it can start construction in a short time with 
lower cost and less construction difficulty than the GHMB (Ming Pao, 4 October 
2002). 
From the beginning, all proposals except the tunnel proposal involved Hong 
Kong, Zhuhai and Macau only. There was an idea that all these bridge proposals 
would marginalize Shenzhen. Shenzhen's economic and urban development might 
be affected. Therefore, in summer 2002, Dr. Victor Fung mentioned a "Double-Y 
Bridge" suggestion that would connect Zhuhai, Macau, Hong Kong (Tuen Mun) and 
Shenzhen (Shekou). "Foundation 2022" commissioned the Center for Studies of 
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Hong Kong, Macao and PRD of the Zhongshan University to carry out a study of 
"Double-Y Bridge" and the report was announced in January 2003. However in 
November 2002，Dr. Victor Fung said that he was likely to give up his original 
"Double-Y Bridge" idea and was going to suggest the "Single-Y Bridge" to the Hong 
Kong SAR Government after considering the cost and the efficiency of the 
"Double-Y Bridge". 
In late 2002, Shiu and Yang (2002a; 2002b and 2002c) of the One Country Two 
Systems Research Institute published a comprehensive research report. They 
collected all data and proposals in the past 20 years, provided systematic background 
information and suggested a comprehensive proposal. According to the report, the 
suggested proposal is based on other Middle Scenario proposals. It avoids the 
technical problems but combines the port development advantage of the South 
Scenario. On the other hand, they agreed that the North Scenario is worth 
considering after a period of time. They also suggested BOT 
(build-operation-transfer) as the investment and operation format. The alignment of 
the suggested bridge starts from Tai O in Hong Kong and passes through a reclaimed 
island (Tai O Island). Then it connects a main bridge or a tunnel and arrives at 
another reclaimed island (Middle Island). From there, a sea-surface bridge is built to 
connect the reclaimed island outside Macau and Zhuhai (Gongbei Island). Then, the 
bridge is divided into two; one goes to Zhuhai and another goes to Macau. When 
there is sufficient demand, a sea-surface bridge can be built from Middle Island to 
Niutou Island to facilitate the port development in Niutou Island and Guishan Island. 
For the border management, one-stop check (co-location) arrangement is suggested 
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to operate in Gongbei Island. The estimated investment is RMB 15 to 18 billion and 
three to five years are needed for the construction. 
During the first half of 2003, the Institute of Comprehensive Transportation (ICT) 
of the National Development and Reform Commission (NDRC) under the State 
Council studied the road linkage between Hong Kong and western PRD 
commissioned by the NDRC and the Hong Kong SAR Government. In August 2003, 
the Institute released the report "Transport Linkage between Hong Kong and Pearl 
River West". The report indicated that all of the three alignments under the study are 
necessary to the GPRD region. However, the Hong Kong-Zhuhai-Macau Bridge 
(HZMB), i.e. similar to the GHMB, is the one with the most urgent need and will 
bring the earliest possible benefits. The LDYB can be built in the later years, 
depending on the development of the PRD region. 
The most important decision came in August 2003. In the sixth meeting of Hong 
Kong/Guangdong Co-operation Joint Conference, two important things were 
announced. First, the State Council had approved the report "Transport Linkage 
between Hong Kong and Pearl River West" by ICT and agreed that the preparatory 
work for the HZMB would begin. Thus subsequent discussions have focused on 
HZMB instead of LDYB or the tunnel. Second, the State Council approved and 
Guangdong, Hong Kong and Macau agreed to establish a Hong Kong-Zhuhai-Macau 
Bridge Preparatory Work Co-ordination Group (the Co-ordination Group) 
comprising representatives from Guangdong, Hong Kong and Macau. Hong Kong 
will be the convener of the Co-ordination Group. The first meeting of the 
Co-ordination Group was held on 29 August 2003 (ETWB Press Releases, 29 August 
2003). 
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From being accused of conservative in the building of the bridge (such as the 
criticism by Sir Gordon Wu throughout the 2002 and 2003 and the accusation by the 
Guangdong Provincial Government) to being the convener of the Co-ordination 
Group, the Hong Kong SAR Government's attitude had changed sharply. 
Interviewee A admitted that the Hong Kong SAR Government had become more 
active than before. He explained that the environment was changed. Therefore the 
approach of planning had changed from the traditional demand-led approach to the 
present strategic approach—a long-term vision and preparation for the future 
development. Moreover, some principal government officials had expressed their 
supports to the HZMB. Chief Executive Tung Chee Hua had also discussed the 
matter with the Central Government and stated in his 2003 Policy Address that the 
cross-boundary linkage could foster the PRD integration. Besides the joint study with 
the NDRC, the Hong Kong SAR Government conducted a Preliminary Environment 
Review of the HZMB in November 2002. 
On the contrary, when the Hong Kong SAR Government was urging other 
governments for the cooperation on the HZMB, the Guangdong Provincial 
Government suddenly lost her enthusiasm in the bridge. In December 2002, some 
Guangdong government officials such as the then Governor Lu Ruihua indicated that 
the environment and the water flow in the Pearl River outlet were the important 
issues that should be considered seriously. Detailed studies to such issues were 
needed before any formal decisions could be made. Professor Zheng Tianxiang even 
said frankly that Hong Kong was going too fast and Guangdong needed time to 
consider many things (SCMP, 19 December 2002). 
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There was a legend in the society that the Guangdong Provincial Government felt 
unsatisfactory and angry with Hong Kong for its indifferent response to 
Guangdong's LDYB project previously and that Hong Kong talked to the Central 
Government about the HZMB Project directly without any discussion with 
Guangdong. However, both interviewee A and interviewee C did not agree with the 
above story. They explained that as a SAR, it is a normal process for Hong Kong to 
convey the government's opinion, to seek advice and to report directly to the Central 
Government but not to the Guangdong Provincial Government. The Central 
Government was neutral and was a coordinator in this issue. Hong Kong could not 
make use of the Central Government to give pressure to the Guangdong Province to 
engage in the HZMB Project. If it was true, then the listing of the LDYB as a 
national project (lixiang) by the Central Government in 1997 could also be regarded 
as a tool used by Zhuhai to force Hong Kong to engage in the building of the bridge. 
However, this study found that the Central Government is not neutral in this project 
and it is more than a coordinator. 
Fortunately, the above contradictory situation did not last long. After the new 
Governor Huang Huahua assumed his duty, he led the Guangdong Provincial 
Government and the involved cities to discuss the HZMB Project with Hong Kong 
and Macau. The Macau SAR Government kept the same attitude that it would 
support all projects that facilitate the integration of the GPRD region and its 
economic growth (Macau Government Information Bureau, 1 August 2003). 
In the business sector, besides the proponents Sir Gordon Wu, Dr. Victor Fung 
and Stanely Ho and the opponents Li Ka Shing, Canning Fok and Ho Ming Sze, 
many other people and organizations expressed their opinions. The MTR 
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Corporation Ltd. (MTR) and the Kowloon-Canton Railway Corporation (KCRC) 
suggested including a railway in the bridge. The Logistics Association in Hong Kong 
recognized the benefit of the HZMB to the industry and 21 business associations in 
Hong Kong made an advertisement to support the building of the HZMB in 
September 2002. 
Many academics, professionals, and NGOs also expressed their concerns and 
exchanged their opinions on the HZMB. For instances, road experts and 
environmental experts in Hong Kong and the Mainland talked about the technical 
aspects of the HZMB. Professor Michael Enright in the University of Hong Kong 
and Professor Tuan Chyau in the Chinese University of Hong Kong investigated the 
economic benefits of the HZMB to the GPRD (Enright et al., 2003; Tuan and Ng， 
2003). Professor Zheng Tianxiang and Shiu Sinpor continued their studies on various 
issues such as the bridge design, the management and the coordination among 
various governments. In a short time, numerous reports, study results, news and 
information emerged. Moreover, both environmental green groups and political 
parties expressed their concerns on the effect of the bridge on the environment and to 
the society respectively. Mass media in the region kept reporting the development of 
the HZMB and various special reports were produced. New NGOs were also formed 
such as a "Guangdong-Hong Kong-Macau Bridge Group" consisting of scholars and 
experts from Hong Kong, Macau, Guangdong and Zhuhai, with the participation and 
support of some governments. They held conferences, forums and seminars to 
discuss the problems and coordination of the bridge development among various 
cities, hoping to generate some useful ideas and practical policies for action. 
Government officials were also invited to participate in these activities to share 
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different ideas. Interviewee C indicated that the above Group cleared the impression 
that Guangdong objects the HZMB. 
Stage 5: 2003-2004 Concrete Action 
Since the establishment of the Co-ordination Group in August 2003, the 
development of the cross-boundary linkage has entered a new phase that all details of 
the bridge, from ideas to conceptual studies and the beginning of preparatory work 
and feasibility study, are dealt with formally at the governmental level. This thesis is 
completed in 2004 and therefore stage 5 refers to the period 2003-2004. 
At the time of writing, the Central Government and local governments (Hong 
Kong, Guangdong and Macau) are the major and only decision makers of the HZMB 
project. The Co-ordination Group is a major body for governments to coordinate 
works and decisions before the construction of the HZMB. Each government still has 
to make its own decision on its own section of the HZMB. Among three local 
governments, only the Hong Kong SAR Government provides the most detailed 
information on the preparatory work of the HZMB to the public that allows the 
author to keep track of the development of the HZMB. Therefore, the following 
section is mainly based on Hong Kong sources on Hong Kong side, and is supported 
by news reports from various media and existing studies in the GPRD region. 
Immediately after the sixth meeting of the Hong Kong/Guangdong Co-operation 
Joint Conference, the Environment, Transport and Works Bureau (ETWB) of the 
Hong Kong SAR Government provided a paper on the HZMB to the Legislative 
Council (LegCo). It was to inform LegCo members the study of the HZMB by the 
ICT under the commission of the NDRC and the Hong Kong SAR Government and 
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the arrangements for starting the advance work for the HZMB Project (ETWB, 
2003a). 
The first meeting of the Co-ordination Group was held on 29 August 2003 in 
Guangzhou. Three officials from each side of two SARs and the Guangdong 
Provincial Government, nine members in total, exchanged their views on the advance 
work of the HZMB and decided to establish an office for such work. 
On 24 September 2003, the ETWB provided an updated progress report on the 
HZMB to the LegCo and sought funding support for an investigation and preliminary 
design study (ETWB, 2003b). A possible alignment of the bridge was also released 
(Figure 4.3), showing the division of section and the possible connecting point in 
Hong Kong. Then on 10 October 2003，the Highways Department of the Hong Kong 
SAR Government provided the LegCo the Project Profile of the HZMB. The Project 
Profile and a supplementary document provided on 21 October 2003 explained the 
justification for the HZMB and the location of the landing point in northwest Lantau. 
It was argued that the HZMB was necessary and urgently needed. The bridge could 
provide the first direct connection to the western PRD where there were emerging 
opportunities for investors in Hong Kong. The proposed bridge could cut transport 
cost and promote regional tourism. The Hong Kong SAR Government also believed 
that the HZMB could reinforce Hong Kong's status as an international shipping and 
aviation centre. These papers clearly explained the reasons for choosing northwest 
Lantau but not Tuen Mun West and southwest Lantau as the landing point and 
introduced the selection of the possible alignment between the two choices in 
northwest Lantau - the San Shek Wan alignment and the Sha Lo Wan alignment, by 
8 6 
giving the possible environmental impacts of the construction and operation of the 
bridge and mitigation measures (ETWB, 2003c and 2003d). 
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Figure 4.3 A possible alignment for the Hong K o n g Z h u h a i M a c a u Bridge 
Source: ETWB, 2003b. 
Some important decisions were made in the second meeting of the Co-ordination 
Group on 12 October 2003. The members visited possible landing points in Zhuhai 
and Macau and decided to set up an office in Guangzhou to do the work of the 
Co-ordination Group. Moreover, it was decided that a design institute in the 
Mainland would be appointed to conduct a feasibility study of the bridge (ETWB 
Press Releases, 12 October 2003). 
Besides the LegCo Panel on Transport, the meetings of the Transport Advisory 
Committee (TAC) and the Advisory Council on the Environment (ACE) in Hong 
Kong also discussed the alignments and environment issues of the HZMB 
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respectively. The ACE agreed to conduct an environmental impact assessment (EIA) 
for the HZMB. The TAG welcomed the construction of the HZMB and believed that 
the Sha Lo Wan alignment would be more cost effective and would have less 
environmental impact than other options. 
Although the author can hardly find any government documents on the HZMB 
by the Guangdong Provincial Government and the Macau SAR Government, 
speeches by some principal government officials revealed the supportive attitudes of 
two governments. For examples, Xian Wen, an executive Vice-mayor of Zhuhai and 
a member of the Co-ordination Group, and Zhou Benhui, a Vice-mayor of Zhuhai, 
said that Zhuhai supported the HZMB Project and believed that Zhuhai can benefit 
from the HZMB. A document of the Zhuhai Government recognized that the 
multi-functions of the HZMB will be included in the future transport network and 
urban planning in Zhuhai. Zhuhai will do all preparatory works well according to the 
arrangements of the Central Government and the Guangdong Provincial Government 
(Anonymous, 2003). However, the Zhuhai Government favors Hengqin as the 
landing point of the HZMB in Zhuhai. It is far from the original design—Gongbei, 
which is favored by Macau (Macao Daily, 9 August 2003 and Wen Wei Po, 14 
August 2003). The longer distance between Hengqin and Lantau Island will increase 
the length of the HZMB at the same time. The Chief Executive of the Macau SAR 
Government, Edmund Ho Hau Wah, made the attitude of Macau clear that the Macau 
SAR Government will actively participate in the construction of the HZMB (Wen 
Wei Po, 9 September 2003). 
Many people in the private sector and civil society had an optimistic 
estimation of the role of the HZMB and the benefits to the GPRD Region, although 
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some people still had reservations on the effect of the bridge and worried that the 
HZMB may not have enough flow to support its operation (Macao Daily, 1 
September 2003; Hong Kong Standards, 5 September 2003 and SCMP, 23 October 
2003). On 30-31 August 2003, a large non-governmental forum was held in Zhuhai. 
Participants recognized the function of the HZMB and its benefits to the region. 
Many suggestions were made on the issue of regional cooperation and the mode of 
investment. The Second PRD Conference organized by the Hong Kong General 
Chamber of Commerce and South China Morning Post (SCMP) in Hong Kong on 17 
October 2003 is another example that people from various sectors engaged in the 
discussion on the building of the HZMB and the regional planning and coordination 
of the PRD Region. 
The EIA issue has also become another focus. Some green groups concerned that 
the EIA of HZMB will involve three different EIA systems in Hong Kong, Macau 
and mainland respectively. They believed that the difference among Hong Kong, 
Macau and the Mainland may generate a gray area so that some environment 
problems caused by the construction and operational work may not be mitigated. 
They urged that it would be better to conduct a joint EIA for this bridge. On the other 
hand, as Macau is small in size, some Macau people such as Chui Wai Kuan, a 
member of Macau Legislative Assembly, expressed his concern on the transport 
policies to control non-Macau vehicles entering Macau. Others believed that those 
non-Macau vehicles should not enter Macau and people should park their cars in the 
designated car park centers and use public transport to enter Macau. 
There is also opposition to the HZMB Project. Ho Ming Sze, an adviser of the 
Fok Ying Tung Foundation, believed that this project is not a key economic project 
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of the GPRD region. The HZMB is not a cost-effective project and there are many 
construction difficulties. 
In the early 2004, the Co-ordination Group appointed China Highway Planning 
and Design Institute Consultants, Inc. (HPDI) to conduct a feasibility study. The 
feasibility study would cover various aspects such as the route alignment, 
environmental impact, hydrological effect and economic benefits. At the same time, 
each government has been carrying out its own studies on the alignment of the 
section in its territory, the environmental impact and other technical issues. The 
Co-ordination Group will also coordinate and finalize the three landing points and 
the modes of construction and operation in its future meetings. Then the 
Co-ordination Group will seek the approval of the State Council for the construction 
of the HZMB. Once the State Council approves the project, the preparation phase 
would be completed and the phases of construction and operation will begin. 
In short, this bridge project has experienced ups and downs in the past two 
decades. A consensus of the necessity of the bridge in the GPRD region has been 
formed ultimately among governments as well as in the society. With the support of 
the Central Government, the project reaches the stage of carrying out feasibility and 
technical studies and considering the alignment and design of the HZMB. The 
HZMB Project requires and at the same time enhances the close cooperation among 
GPRD cities. Therefore, the cooperation and coordination among governments and 
between governments and non-governmental stakeholders in the construction of the 
HZMB are important steps towards full-scale regional development that needs 
further studies. 
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The Advantages and Disadvantages of Bridge Scenarios 
All cross-boundary linkage proposals for. the GPRD region since the first 
proposal made by Sir Gordon Wu 20 years ago, can be categorized into four 
scenarios. They are the North Scenario (mainly using Tuen Mun and Qi'ao Island as 
landing points), the Middle Scenario (using Lantau Island, Macau and Gongbei as 
landing points without port development in Guishan Island), the South Scenario 
(using Lantau Island, Macau and Gongbei/Hengqin as landing points with port 
development) and the Tunnel Scenario. 
These proposals have different pros and cons and have different implications to 
various cities and stakeholders. For the North Scenario, the construction work can be 
started in a short time as most preparatory works have been done. The difficulty of 
construction would be the least among four scenarios. Another advantage is that this 
scenario can facilitate the traffic of both the GPRD region and the National Coastal 
Expressway. The Zhuhai Government favors this scenario and it is convenient for the 
western PRD users to go to Hong Kong and eastern PRD. However, it is not the best 
alignment for the Hong Kong SAR Government and the Macau SAR Government. 
The Hong Kong SAR Government reveals that Tuen Mun is not a good landing point 
for the bridge in the recent reports (ETWB, 2003c and 2003d). It is not convenient 
for the Macau users too. 
The Middle Scenario has the best alignment to match the future development of 
Hong Kong and Macau. Hong Kong users, Macau users and some users from 
western PRD can visit the other side of the PRD in the shortest distance. However, 
the Zhuhai Government does not favor Gongbei to be the landing point in Zhuhai. 
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Moreover, this bridge is not suitable to be part of the National Coastal Expressway. 
More preparatory works are needed and the difficulty of construction is greater. 
The difficulty of construction would be higher in the South Scenario than the 
Middle Scenario. The Hong Kong SAR Government has also expressed that it is not 
in favor of the landing site of the South Scenario in Hong Kong. On the other hand, a 
deep-water port could be developed for the region. The Zhuhai Government prefers 
Hengqin as the landing point because Hengqin is the target area for the future 
development of Zhuhai. It is also convenient for most users in the region. 
The Hong Kong SAR Government and the Macau SAR Government do not 
prefer the Tunnel Scenario as the two cities would not be connected. Moreover, the 
investment would be three to five times larger than the bridge. The difficulty of 
construction would be the greatest among all scenarios. On the other hand, Zhuhai 
and Shenzhen could be connected directly. Mainland people from both sides of the 
region could visit the other side without passing through Hong Kong or Macau and 
no border check procedure is needed. The tunnel would not affect the channels for 
ships and would not be affected by poor weather. 
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Table 4.2 Advantages and disadvantages of North Scenario to each city and the 
region 
Zhuhai bd Zhuhai, Guangdong and Central governments have conducted many studies and 
collected many data about this bridge scenario. 
bd Zhuhai government has already completed the whole road network planning for 
the bridge of this scenario. Construction works can start in a short time. 
El It facilitates Zhuhai government to develop Qi'ao Island. 
Macau X Macau is not considered in this scenario. 
X The suggested connection road must pass through Zhuhai, not connecting 
Macau directly. 
Hong Kong K Tuen Mun is not a good landing point as it would worsen the serious traffic 
problem of Tuen Mun Road and northwest New Territories. 
X It does not fit well with the current urban planning and development of Hong 
Kong. 
Shenzhen If the authority decides to connect Shenzhen at the same time, this scenario can 
connect Shenzhen by a shorter distance. 
The ^ Depth of water is shallower; strength of wind (speed) is weaker; easier for 
Alignment construction. 
0 As there are Qi'ao Island and Inner Lingding Island, the cost for man-made 
islands and construction cost of bridge can be saved. 
It can be part of the National Coastal Expressway. 
Table 4.3 Advantages and disadvantages of Middle Scenario to each city and the 
region 
Zhuhai lad It connects Zhuhai urban proper conveniently. 
X It may be a heavy burden to Zhuhai (urban) road network. 
Macau Ijfl It directly connects Macau urban proper conveniently. 
X It may be even a heavier burden to the road network of Macau city than that of 
Zhuhai if all vehicles can enter Macau without restriction. 
With the support of the Macau tycoon, capital is guaranteed. 
It can support Macau's tourism and gambling industries. 
Hong Kong W The bridge can facilitate Hong Kong's development on Lantau Island such as 
the International Airport and the Disneyland. 
0 With strong supports of Hong Kong tycoons, capital is guaranteed. It would not 
be a financial burden to the Hong Kong SAR Government. 
Isd The bridge can facilitate the port development in Tai O. 
X It may affect the living area of China White Dolphin. 
Shenzhen X Shenzhen is not considered. 
21 If there is another cross-delta link in the further north, then no "marginalized" 
legend would exist. 
The X The bridge is not suitable to be part of the National Coastal Expressway. 
Alignment X Water is deeper and wind is stronger than in that of the North Scenario, more 
difficult for construction. 
X If "Double-Y" bridge is chosen here, the construction will be more expensive 
and more difficult. 
B The bridge connects two SARs directly. 
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Table 4.4 Advantages and disadvantages of South Scenario to each city and the 
region 
Zhuhai bd Hengqin is the place favored by the Zhuhai Government as the landing point, 
bd The bridge connects the Zhuhai Airport in a short distance. 
K A new road network is needed, especially in urban proper. There is extra cost. 
Macau SO As landing point is Coloane, it has much less pressure on the road network in 
urban proper. 
0 The bridge connects Macau International Airport in a short distance. 
K A new road network is needed to connect urban proper. There is extra cost. 
Hong Kong H Much far away from the International Airport, a longer road to link the bridge 
is needed. Cost is increased and possibly there is more serious environmental 
problem. 
X There is the possibility that the landing site will be designated as a Marine Park. 
Shenzhen X It is hard to connect Shenzhen. 
The W Wanshan Islands can be developed as a deep-water port at the same time, 
Alignment solving the problem of lack of an advanced port in the PRD area. 
X The construction will face deeper water and stronger wind than the North and 
Middle scenarios. 
X The bridge needs to pass through some deep-water channels, such as Lantau 
Channel and Guishan Channel. 
Table 4.5 Advantages and disadvantages of Tunnel Scenario to each city and the 
region 
Zhuhai 0 The tunnel connects the city with eastern PRD more directly. User can save the 
travel time. 
Macau X Macau is not considered, probably to be marginalized. 
X This tunnel has no direct relationship with Macau. 
Hong Kong H Hong Kong is not considered, probably to be marginalized, especially the port 
industry. 
X This tunnel has no direct relationship with Hong Kong. 
Shenzhen bd Shenzhen connects Zhuhai directly. It is an advantage for Shenzhen to attract 
containers from western PRD. 
The 參 This scenario is not a cross-boundary infrastructure project. 
Alignment S3 The tunnel will not be affected by strong wind. It will not affect the channels 
for ships. 
21 Channel Tunnel in Europe is an example. The length of this tunnel scenario is 
shorter than Channel Tunnel. 
X Higher cost (3-5 times) than bridge proposals. 
Table 4.2 - 4.5 show the advantages and disadvantages of each scenario to each 
city and the region. Table 4.6 shows also the possible preferences of various 
stakeholders to each scenario. Therefore, before the HZMB can be built, it is 
necessary to consider and balance the benefits and losses to various cities and 
stakeholders. 
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Table 4.6 Advantages and disadvantages of each scenario to different 
stakeholders and their preferences 
Stakeholders North Middle South Tunnel 一 
Not favored The best Not favored Not favored 
Hong Kong alignment but cannot 
reject 
Not favored The best Unknown Not favored 
Government Macau alignment but cannot 
reject 
ry, , . Favored Not the best Favored Favored Zhuhai ,. alignment 
Shenzhen Favored Unknown Unknown Favored 
The bridge/tunnel can facilitate the freight movement and the 
vehicle flow, and benefit their businesses. 
Private sector The bridge/tunnel should put out to tender and favorable 
operation policies should be introduced. 
The bridge/tunnel cannot affect the present interests and operation 
of the business such as port operators. 
u T^  Convenient Convenient Convenient Less 
convenient 
Macau Less Convenient Convenient Less 
convenient convenient 
Zhuhai Convenient* Convenient* Convenient* Convenient 
Civil Society (western 
(bridge users) PRD) 
and NGOs Shenzhen Less Less Less Convenient 
(eastern PRD) convenient* convenient* convenient* 
No matter which scenario, a detailed EIA is needed and a 
NGOs such as joint-EIA is recommended. 
green groups The influence to the natural environment and the ecosystem 
should be minimized. 
* need to amend customs policies/laws 
The Debates on the Bridge and the Participation of Stakeholders 
Previous sections show that the development of this cross-boundary linkage 
project is not smooth. There are ups and downs. There are many debates and 
arguments involving different stakeholders. These will be reviewed in this section. 
There are five major arguments. 
The Necessity of This Cross-Boundary Linkage in the Beginning Time 
The first main debate in the early time is the necessity of this cross-boundary 
linkage. In the beginning, Sir Gordon Wu believed that there was a need for such a 
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bridge at that time or a later time. According to results of their studies, the Zhuhai 
Government had the same idea as Sir Gordon Wu. On the contrary, the British-Hong 
Kong Government and the new Hong Kong SAR Government in its first five years 
had an opposite view. They believed there was no urgent need for the bridge. The 
traffic flow was not adequate to support the construction of the bridge. 
However, when the second-term (2002-2007) Hong Kong SAR Government 
shown the enthusiasm to the bridge that is expected to help Hong Kong's poor 
economy and employment, the Guangdong Provincial Government responded 
indifferently by saying that detailed studies should be carried out and there was no 
instant need for the bridge. This situation did not last long and it was no longer a 
major argument after the State Council approved to conduct a feasibility study. The 
Guangdong Provincial Government, the Hong Kong SAR Government and the 
Macau SAR Government began to cooperate on the HZMB. 
However, Ho Ming Sze, an adviser of the Fok Ying Tung Foundation, argued 
that a new cross-boundary linkage is not necessary. When most people believed that 
a new cross-boundary linkage could help developing the western PRD, Ho Ming Sze 
said that the cross-boundary linkage is not cost-effective as road networks in this 
region have been well developed. Moreover, Zhuhai and the western PRD are not the 
main areas for future development. The focus should be on the northwest Guangdong, 
Nanshan and Panyu (SCMP, 19 February 2003; Hong Kong Economic Journal, 19 
February, 2003 and Ta Kung Pao, 4 April 2003). 
Nevertheless, supportive evidences have also emerged such as the reports by 
Enright et al. (2002) and Tuan and Ng (2003). These reports show that the 
cross-boundary linkage can improve the economic performance of the whole region 
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significantly. It can extend the "magic three hours" area to the western PRD for 
businessmen in Hong Kong. They argued that it is a link that cannot be replaced by 
other links between the western PRD and the eastern PRD such as Humen Bridge. 
As government's decision is often based on consultation reports, the practice of 
using consultation services by the Hong Kong SAR Government is criticized by Sir 
Gordon Wu. He argued that consultation reports are not reliable and such practice of 
the government wastes both time and money. But interviewee A defended that the 
consultation study was only one part of the whole project. The Hong Kong SAR 
Government also carries out further reviews and own studies. Moreover, it is a usual 
practice of the government to remain impartial and open in its policies and 
decision-making, without considering any personal interests. As this system is 
different from the one in the Mainland, two systems are not comparable (interview 
with interviewee A on 17 July 2003). 
Debates on the Advantages and Disadvantages of the LDYB and the HZMB and 
the Better One for the Region 
Before the findings of the ICT study commissioned by the NDRC and the Hong 
Kong SAR Government were released and approved by the State Council, there was 
a keen debate on the advantages and disadvantages of the LDYB and the HZMB. 
Table 4 . 2 4 . 6 shows the advantages and disadvantages of each scenario. The 
Zhuhai Government, former Zhuhai mayor Liang Guangda, Professor Zheng 
Tianxiang and Cheng Yiu Tong supported the LDYB. They argued that all necessary 
studies have been done and that the cost and difficulty of the construction are lower 
than the HZMB. The LDYB can connect the National Coastal Expressway and Hong 
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Kong's hinterland in western PRD well while the HZMB does not have such 
connection. Mainland vehicles may travel in and out Lantau Island and Hong Kong 
urban proper increasing transport pressure and air pollution in Hong Kong (Ta Kung 
Pao, 4 October, 2002; Sing Tao Daily, 23 January 2003; Hong Kong Economic 
Times, 17 February 2003 and 12 March 2003). 
On the other hand, the Hong Kong SAR Government, the Macau SAR 
Government, proponents Sir Gordon Wu and Dr. Victor Fung and many other people 
and groups in the society of Hong Kong and Macau prefer the HZMB. They believe 
that this alignment can facilitate the development of Hong Kong and Macau. This 
alignment can also connect the major highways in Zhuhai, western Guangdong as 
well as provinces in western China and avoid bringing further transport pressure to 
northwest New Territories of Hong Kong (Ta Kung Pao, 30 January 2003 and 4 
April 2003; Va Kio Daily, 28 July 2003; Shi Min Daily, 14 August 2003; ETWB, 
2003b，2003c and 2003d). Hong Kong can better play her role of "dragon head" of 
the GPRD region through the HZMB while Shenzhen can complement such 
development to function as a depot of Hong Kong (interview with interviewees D on 
8 September 2003). After the favorable findings on the HZMB by the ICT were 
released in its report in August 2003 and the feasibility study of the HZMB 
commissioned to the HPDI was carried out in 2004, most attention is now focused on 
the HZMB although there are still some arguments between two bridges. One reason 
can be generated from this debate is that the controversy is due to the different views 
on the function and the alignment of the bridge, as well as the demand of the 
cross-delta linkage in the GPRD region. Not to say the actual level of demand, they 
have assumed that only one cross-delta linkage can be built at this moment. 
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Argues About the Development of Container Port Next to the Bridge in Hong 
Kong 
The construction of container port next to the landing point of the HZMB in the 
Hong Kong section is also controversial. This idea was proposed by Sir Gordon Wu. 
It is anticipated that all containers from the western PRD can be handled in these 
terminals. However, Canning Fok raised his objection to the idea as the Hong Kong 
SAR Government is suggested to subsidize the bridge and the port by waiving the 
land premiums of the port development. He said that such subsidy would be unfair to 
the existing terminal operators as they have to pay expensive land premiums. The 
existing investment mechanism as well as investors' confidence to the future of 
Hong Kong would be undermined (Ming Pao, 28 August 2002; The Standard, 28 
August, 2002). In short, two questions remain to be answered. First, will a port be 
built next to the bridge? Second, will the bridge and the port be fully private 
investment projects? 
Sir Gordon Wu then clarified that he and his company did not request any 
subsides on the port from the Hong Kong SAR Government and might not be the 
only investor for this project. Nevertheless, the discussion is still going on and the 
related stakeholders keep their eyes on the final decision of the government. Hitherto, 
no government documents indicate that a port is being planned. 
Arguments about the Possibility of Including a Railway on the Bridge (HZMB) 
There is another debate on the mode of transport on the bridge. The bridge 
proponents Sir Gordon Wu and Leo Leung have suggested that a design of highway 
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with six lanes is the most suitable to accommodate private vehicles and good 
vehicles. Traffic volume is low that there is no need to add a railway that is unlikely 
to generate any economic benefit. Buses are more economical than railway and 
environmentally friendly coaches can be used to avoid pollution. The estimated 
investment is only HK$ 120 million for the buses (SCMP, 10 November 2003). 
David Dodwell of the British Chamber of Commerce in Hong Kong mentioned that 
if the railway were built at the same time with other construction works of the bridge, 
the estimated total cost would be HK$ 30 billion, doubling the original estimated 
cost of the bridge. This amount would be too high that the project would become less 
attractive with poor return rate. He pointed out that then it should not be a pure 
private investment and investments by governments are needed (Tai Kung Pao, 8 
November 2003). The Hong Kong SAR Government also announced that there 
would be no consideration of railway in a short-term period. Railway development 
should be a long-term project (Oriental Daily, 8 November 2003). 
However, MTR, KCRC, James Tien who is the chairman of the KCRC, Shiu 
Sinpor and some others have opposite views. They argued that railway is a good 
mode for mass transport and more environmentally friendly, especially Macau wants 
to limit the entrance of private vehicles. Railway is good to encourage people not to 
use private vehicles. Moreover, this railway can be connected to the whole PRD 
railway system to complete the GPRD railway network. It is also believed that this 
railway can help revive the Airport Express of Hong Kong. James Tien said that the 
railway construction should not be a shortsighted project that is only decided by its 
return. The project would bring economic benefits to the GPRD region. The project 
would cost HK$20 billion and would be marginally viable if the railway could take 
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30% share of the cross-boundary traffic (Hong Kong Standards, 8 November 2003). 
Experts warned that, even if there is no immediate need, it is better to leave space to 
construct the railway when it is needed (Hong Kong Economic Times, 25 August 
2003). No decision has been made at the time of writing. 
The Concern on the Environmental Impact Assessment (EIA) of the Bridge by 
NGOs Such as Green Groups 
The last major debate is about the issue of EIA. Given the EIA problems of other 
cross-boundary infrastructure projects such as the Shenzhen Western Corridor, some 
green groups argued that conducting an independent EIA by each government is not 
the best way for this bridge project. A joint-EIA is needed to better protect the 
environment in the Pearl River outlet. They indicated that the laws and the EIA 
systems of the Mainland and Hong Kong are very different. There is no interaction 
between systems and no proper way to assess the cross-boundary environment 
impact. Moreover they also worried that some data are confidential in the Mainland. 
It is difficult for the public to participate and get information from the Mainland 
government. Some also warned that the Hong Kong SAR Government should not 
push the EIA process to a fast track. The EIA should be completed properly (SCMP, 
13 June 2003 and Ming Pao, 26 July 2003). 
However, some scholars believed that there is no problem for each side to 
conduct an independent EIA. Interviewee C explained that under the "one country, 
two systems", it is normal that each government has her own EIA standard. It is 
ridiculous to use the Hong Kong EIA system to assess the environment impact in 
Shenzhen and vice versa. The most important issue is to ensure that HZMB can pass 
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all the EIA successfully. When there are problems and differences among 
governments involved in this HZMB, it is possible to coordinate all governments by 
amending the design of HZMB. All governments can cooperate to solve all the 
problems. 
There is no government response to the above joint-EIA demand yet. Relevant 
officials indicated that detailed EIA studies will be carried out. In October 2003，the 
Hong Kong SAR Government announced that green groups and NGOs could 
participate in the expert group under the Co-ordination Group to be informed on the 
EIA progress of Macau and the Mainland. 
Summary 
In this chapter, the author introduced how a LDYB proposal has developed into 
the HZMB Project and led to the establishment of the HZMB Preparatory Work 
Co-ordination Group. This is not a topic that is found in the recent years but a 
proposal found 20 years ago. Five different stages can be identified in these 20 years 
to show the ups and downs of the development of the bridge proposals. According to 
the alignments of more than 10 proposals, four scenarios~North, Middle, South and 
Tunnel scenario can be categorized. 
Besides the long time of development, the involved stakeholders are in large 
numbers. They come from different cities and in different sectors such as the former 
Zhuhai mayor Liang Guangda, Hong Kong businessman Sir Gordon Wu, numerous 
scholars and green groups in the region. The bridge proposal involves many interests 
( a n d benefits to different stakeholders. Therefore, many suggestions, discussions and 
arguments can be found among stakeholders. 
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The most important fact is that this bridge project is not and no longer a simple 
road connection between two or three cities. A general consensus is formed that this 
bridge is a major regional infrastructure project and it has significant influences in 
the GPRD region. It is believed that the bridge can facilitate the flows of people, 
vehicles and goods. On the other hand, the bridge can bring huge economic benefits 
to the region and cities. 
Therefore, understanding the position and interaction of various stakeholders 
including the government, private sector and civil society from the perspective of 
regional governance is useful to explain the development of this bridge project. Such 
understanding can provide a better way for the development of this bridge, other 
regional development items and the regional governance of the GPRD region. 
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CHAPTER 5 
A GOVERNMENT-LED REGIONAL GOVERNANCE 
NETWORK AND THE ROLE OF VARIOUS 
STAKEHOLDERS 
Introduction 
Regional governance is not a new concept or governing approach in the GPRD 
region. Although the concept of "regional governance" was still evolving after its 
revival in the time that Sir Gordon Wu suggested the LDYB Proposal in 1983, 
different modes of regional governance have operated in this region in different 
periods of time (Chu et a l , 2002). 
As mentioned in Chapter two, the common backgrounds among various cities in 
the GPRD region are important advantages for the region to reach a consensus on the 
cross-boundary bridge, i.e.，HZMB Project. However, the ups and downs of the 
development of the Bridge in the past 20 years have proved that the GPRD region is 
in short of four inter-related factors for successful regional governance. As identified 
in Chapter two, these four factors include having common goals and consensus, 
involving various stakeholders for participation, making a master plan to guide the 
whole region strategically, and establishing a proper institutional platform for 
regional governance. 
The cross-boundary bridge issue has exposed the problems in the present regional 
governance. It also indicated the importance of the above four inter-related factors, 
especially the common goals and consensus among various stakeholders, which were 
missing in the previous mode of regional governance especially before 1997. The 
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common goals and consensus should be reached among various governments and 
between government and non-govemmental stakeholders in the regional governance 
network. Please refer to figure 4.1 in Chapter four for a conceptual framework that 
shows the relationship and interactions between various stakeholders in the network 
The anticipated spatial effects of the HZMB are as follows. It will change the 
original spatial structure and the functional divisions of cities in the GPRD region. It 
will help to form a complete highway network in the GPRD that will facilitate people 
and vehicles to travel around all major cities in the region in the most convenient 
way. Such effects are well documented by Tuan and Ng (2003), Enright et al. (2003) 
and the 2022 Foundation (2003). Hong Kong, Macau and cities in the western PRD 
will experience significant changes in the following: 
1. Hong Kong and Macau will no longer be the two ends but two nodes in the 
GPRD region when two cities are connected. 
2. The missing link of the National Coastal Highway will be completed. 
3. The driving distance among cities in the region will be shortened. The 
traveling time between some western PRD cities and Hong Kong will be 
significantly reduced. 
4. The hinterland of Hong Kong and Macau will be expanded and the role of 
service provider will be enforced. 
5. A balanced economic development of western PRD and eastern PRD is 
expected. 
6. One-hour and three-hour living circles will be formed in the region. A rapid 
increase in the flows and interactions of people and vehicles are expected. 
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The possible increase in the regional economic activities and the cross-boundary 
flows of people and vehicles will bring closer regional connection and integration. 
These activities will bring further cooperation among business sectors and civil 
society, and the coordination among governments, such as the legal arrangement for 
the cross-boundary flow of vehicles and the management of the HZMB. The 
cooperation and coordination on these matters require that common goals and 
consensus should be reached among various stakeholders. This chapter explores how 
this process is taking place in the case of the cross-boundary bridge in the GPRD 
region, focusing on the roles of various stakeholders in the cross boundary bridge 
project. 
Governments in the Regional Governance Network 
In the development of the bridge project over the past 20 years, governments in 
the GPRD region have been playing a dominant role. The Central Government, 
Guangdong Provincial Government, Hong Kong SAR Government, Macau SAR 
Government and Zhuhai Government are the major stakeholders in the regional 
governance network of the GPRD region. However, their roles are not exactly the 
same. As revealed by interviewees D and the analysis on the development of the 
cross-boundary bridge in the previous chapter, the development of the 
cross-boundary bridge is a national development strategy of the Central Government. 
It is a property of the government who would be the investor. On the contrary, two 
SAR governments are the facilitators for the development of the cross-boundary 
bridge. Guangdong and Zhuhai governments have made a few proposals, while the 
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two SAR governments did not make any proposal and only studied the feasibility for 
the development of the cross-boundary bridge. 
Nevertheless, all governments regard this cross-boundary bridge as an investment 
and a tool that is being planned strategically and ranked high in their visions of 
development. As emphasized by the Hong Kong SAR Government, the HZMB is a 
part of Hong Kong's development strategies to open the market of western PRD for 
Hong Kong's businesses and to attract more goods for the Kwai Chung Container 
Terminals, in order to maintain Hong Kong's advantage in the logistics industry as 
well as other service sectors. Similar aggressive development strategies can be found 
in the Macau SAR Government, Zhuhai Government and Guangdong Provincial 
Government. Other policies such as the signing of CEPA and the implementation of 
the round-the-clock operation of the Lok Ma Chau—Huanggang boundary crossing 
have a similar goal. 
However, the development of the cross-boundary bridge could become a 
financial burden to the governments. Certainly all the governments in the GPRD 
region have sufficient resources to invest in the HZMB Project. However, this is a 
big project that will freeze a large sum of money that can be used in other 
government's services and investment projects. On the other hand, it takes a long 
time to recover the total investment. In addition, the Hong Kong SAR Government is 
facing serious financial deficit that needs to cut its expenditure in such important 
areas as education and social welfare sectors, and to issue bonds for some public 
tunnels and bridges. It will deviate from its own policies if the Hong Kong SAR 
Government invests in such a large-scale project. Indeed, as the HZMB Project 
involves the direct cooperation among Guangdong Provincial Government, Hong 
107 
Kong SAR Government, Macau SAR Government and Zhuhai Government, the 
coordination of investment and management, if to be done by government, would 
probably be much more complicated than that by private companies. Donald Tsang, 
the Chief Secretary of the Hong Kong SAR Government, said on 31 July 2003 that 
the governments would probably invite private companies from all over the world to 
participate in the HZMB Project (Hong Kong SAR Government Press Release, 31 
July 2003). This means that the governments may play the role of planner but not the 
investor of the bridge. 
The leading role of governments in the bridge development is important. 
However, consensus and common goals have not been reached and there is no 
full-hearted cooperation among governments and no regional plan for the 
development of the major infrastructure. The present mechanism of regional 
cooperation is not effective. The following examines the problems and the 
interactions among governments in the governance network in GPRD. 
Lack of Good Cooperation and Joint Development Strategies in the Past 
Before the 1997 reunification of Hong Kong and the 1999 reunification of Macau 
with mainland China, the GPRD regional affairs involved diplomatic cooperation 
between Sino-British governments and Sino-Portuguese governments. There was no 
formal regional planning such as for major infrastructure development in the GPRD 
region among governments. The strained relationship between the Chinese 
Government and the British Government in the last few years before the 
reunification of Hong Kong with China blocked the smooth going of some major 
infrastructure projects. For examples, it was impossible to reach a consensus on the 
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necessity of the LDYB proposed by Zhuhai Government and to reach agreement 
easily on the financial arrangement for the new airport project in Hong Kong (for 
details see Shipp, 1995). 
The reunification has not brought much improvement on regional cooperation. It 
is noted that there are various development strategies in various governments, such 
as "Hong Kong 2030" and the "Tenth Five-Year Plan of Guangdong (2001-2005)". 
These development plans claim that regional development is considered and they can 
strengthen both the city and regional competitiveness. Nevertheless, the fast track of 
the HZMB Project and some other regional cooperation policies in the recent years 
are not direct results of these development plans. The most important contributions 
are from the coordination by the Central Government and the pressure in the society. 
The interaction and understanding among governments in GPRD are not enough. 
The Problem of the Allocation of Interests among Cities 
Even though the HZMB Project involves a large investment, the project would 
generate huge potential benefit to the society and great revenue to the governments in 
the same time. Therefore, the top priorities of local governments are to try their best 
to bargain and maximize the benefit from the project. Sometimes local interests are 
ranked higher than regional benefits. For example, the Hong Kong SAR Government, 
the Guangdong Provincial Government, the Zhuhai Government and the Macau SAR 
Government have different attitudes towards the Bridge project in different stages 
according to their projected own benefit fi-om the bridge as well as the economic 
performance of the city. Zhuhai and Guangdong favor the LDYB while Hong Kong 
and Macau favor the HZMB as the respective bridge will bring more interests to 
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them. They have given a conservative response to other proposals. At the time of 
writing, no consensus has been reached about the final alignment of the bridge. It is 
likely to be decided by the Central Government taking into consideration the special 
interests of two SARs. 
The Strong Influence of the Political Leadership 
Political leadership is an influential factor in the development of the 
cross-boundary bridge project. Although there are many regional development plans 
and different mechanisms for regional cooperation among governments, the attitude 
of the political leadership and their decision making do have strong influences on the 
bridge issue as well as other regional affairs. Liang Guangda was the former Zhuhai 
mayor and the secretary of the Chinese Communist Party (CCP) in Zhuhai. Anson 
Chan was the former Chief Secretary of the Hong Kong SAR Government. Lu 
Ruihua was the former Guangdong Governor. Huang Huahua is the current 
Guangdong Governor and Zhang Dejiang is the current secretary of the CCP of 
Guangdong Province. They are the good examples. Their decisions either speeded up 
or delayed the development progress of the cross-boundary bridge project. 
Liang Guangda, Zhang Dejiang and Huang Huahua are the supporters of the 
bridge project. Under Liang's ruling in Zhuhai, the LDYB project progressed rapidly 
and a connecting Qi'ao Bridge was built in advance. However, also because of 
Liang's working approach and his departure from his post, the project slowed down. 
Similarly, after the Central Committee of CCP and the Central Government 
appointed Zhang and Huang as the Party Secretary and Governor of Guangdong 
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Province respectively, they have changed the slow-going situation and realized 
smooth coordination with the Central Government and two SAR governments. 
On the contrary, the cross-boundary bridge project made slow progress during 
the time of Lu Ruihua and Anson Chan. The former Guangdong Governor Lu 
Ruihua reiterated throughout the whole year of 2002 that the building of the 
cross-boundary bridge should be considered carefully, especially regarding the 
investment cost, negative environmental impacts and hydrological problems (Shiu 
and Yang, 2002a). However, the Guangdong Provincial Government proposed the 
Zhuhai-Shenzhen Tunnel that had an alignment and technical concerns similar to the 
HZMB project in April 2002. This showed the contradiction of Lu Ruihua's attitude. 
Before the appointment of Donald Tsang as the Chief Secretary of the Hong 
Kong SAR Government in May 2001 and the implementation of the new ministerial 
accountability system in July 2002，Anson Chan and some other bridge-related 
officials in the Hong Kong SAR Government such as Bowen Leung, the former 
Secretary of the Planning, Environment and Lands Bureau, had a conservative 
attitude towards the development of the cross-boundary bridge and other regional 
cooperation issues, slowing down the development progress. For instance, the 
twice-a-year Hong Kong/Guangdong Co-operation Joint Conference was held only 
twice in four years in the term of Anson Chan as the Chief Secretary during 
1997-2001. No significant progress of the cross-boundary bridge is found. According 
to Shiu and Yang (2002a) and the interview with interviewee C, a letter by Bowen 
Leung in 1997 showed that the Hong Kong SAR Government did not guarantee a 
landing point in Hong Kong for the LDYB and the Hong Kong SAR Government 
would be only responsible for the construction of the landing point and the related 
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connection roads in Hong Kong only, the remaining parts of the LDYB would be the 
business of the Zhuhai Government. Such attitude explains the LDYB as a Zhuhai 
Government's project that extends to the Hong Kong SAR boundary. It is not a 
regional project that the Hong Kong SAR Government would not fully cooperate 
with Zhuhai Government. 
The leadership factor is not limited to local government officials. The speeches 
and decisions of the Central Government officials are also very influential. 
According to Li (2003), the supportive attitude of former Premier Zhu Rongji 
towards the cross-boundary bridge during his visit to Hong Kong gave a green light 
for the launch of the project. 
In short, even though there are various formal and informal cooperation 
mechanisms for the development of the cross-boundary bridge as well as other 
regional issues of the GPRD region, the attitude of decision maker is as important as 
these mechanisms. Moreover, such strong influences are highly inter-related to the 
strong control of the Central Government and the role of the government in this 
project that will be further explained below. 
The Strong Control Role of the Central Government 
The Central Government in Beijing, which is located far away from the GPRD 
region, is also a major stakeholder and the final decision maker of this 
cross-boundary bridge project as well as other regional affairs of the GPRD region 
under the existing political system of China. For examples, the State Council 
approved listing LDYB as a national project (lixiang) in 1997. In 2003，the Central 
Government approved the establishment of the HZMB Preparatory Work 
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Co-ordination Group. The Central Government has made much effort in this bridge 
project. Different Ministries of the Central Government and their research institutes 
have carried out many studies. 
There is a top-down political relationship between the Central Government and 
the Guangdong Provincial Government. For most regional affairs in GPRD, such as 
the HZMB project and other cross-boundary major infrastructure, the Central 
Government has the final decision making power and the power to bargain directly 
with two SAR Governments unless it approves the Guangdong Provincial 
Government to do so. The Guangdong Provincial Government needs to follow the 
guidelines of the Central Government to deal with regional issues with the Hong 
Kong SAR Government and the Macau SAR Government. 
Previously, before or after the reunification of Hong Kong, the Sino-British 
Infrastructure Coordination Committee (ICC), the Hong Kong and Mainland 
Cross-Boundary Major Infrastructure Co-ordinating Committee and the Conference 
on Coordination of Major Infrastructure Facilities between the Mainland and Hong 
Kong were established to deal with the cross-boundary infrastructure issues. One 
feature is that the representatives of these meetings were under the names of 
"Mainland" and "Hong Kong". After the reunification, the Hong Kong SAR 
Government is responsible to the Central Government but can exercise a high degree 
of autonomy and enjoy executive, legislative and independent judicial power.. .that 
are authorized by the National People's Congress (NPC) according to Article 2 of the 
Basic Law of the Hong Kong SAR under the "one country, two systems". 
"Mainland" and "Hong Kong" were two proper entities to deal with cross-boundary 
issues. Nonetheless, under such framework of regional governance, the Guangdong 
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Provincial Government and the Zhuhai Government had no or much lower secondary 
role than Hong Kong SAR Government in these committees. The only effect is that 
the Central Government can limit the possible localism of Guangdong (Li, 2003:21). 
Therefore, in these meetings, the Central Government rather than the Guangdong 
Provincial Government is the leader of the Mainland side. Guangdong's preference 
may not be well reflected by the Central Government in these meetings as the 
Central Government should also consider Hong Kong's preference in order to ensure 
the stability and prosperity of Hong Kong as well as the successful implementation 
of "one country, two systems" (Li, 2003:21). Although the Guangdong Provincial 
Government expressed repeatedly its fully acceptance of the decisions made by the 
Central Government, it is still easy to heard rumors that the Guangdong Provincial 
Government was not happy about the favorable arrangements given by the Central 
Government to Hong Kong and that the Hong Kong SAR Government made use of 
the Central Government to press the Guangdong Provincial Government to come to 
terms with Hong Kong. 
In addition, the Central Government made use of the leadership change of 
Guangdong to strengthen and improve regional cooperation and coordination among 
governments in the GPRD region. As mentioned before, Huang Huahua was 
appointed to replace Lu Ruihua as the Guangdong Governor. Zhang Dejiang, the 
former secretary of the CCP in Zhejiang Province with rich experience in handling 
the regional affairs of the Yangtze River Delta was appointed as the secretary of CCP 
of Guangdong Province. The new leadership in Guangdong facilitates the 
development of the HZMB project that has been introduced previously. 
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The Changing Roles of Governments 
It is another major factor that influences the GPRD's regional governance 
mechanism for the development of the cross-boundary bridge. 
In the early 1990s, the Zhuhai Government took the most active role since the 
LDYB proposal was a major infrastructure project between Zhuhai and Hong Kong 
initially. Moreover, the then Zhuhai mayor and the party secretary of Zhuhai Liang 
Guangda presented the Zhuhai Government to be more aggressive by making use of 
his close relationship with some Central Government leadership and the status of 
Special Economic Zone (SEZ) of Zhuhai. Such aggressive role presented in the 
construction of the Qi'ao Bridge and the LDYB proposal to the Central Government 
for approval in 1996. The Qi'ao Bridge is from Zhuhai to Qi'ao Island. It is a major 
connection road to the LDYB that would start from Qi'ao Island in the Zhuhai side. 
However, there was never a final approval for the construction of LDYB. Therefore, 
its design for heavy cross-boundary traffic volume makes the Qi'ao Bridge highly 
under-utilized now and it is not cost effective. On the other hand, the LDYB proposal 
never got a whole-hearted cooperation and reply from the British-Hong Kong 
Government before the approval by the Central Government in 1997. Zhuhai 
Government's such action totally ignored the importance of the coordination and 
consensus from other governments. 
Such role and practice of the Zhuhai Government were not welcome and the 
LDYB proposal did not have any progress. The Zhuhai Government no longer takes 
such aggressive role as before since then. As a proper level of government to deal 
with cross-boundary regional issues, the Guangdong Provincial Government and the 
Central Government took a stronger role in the cross-boundary bridge project after 
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1997. Nevertheless, the Guangdong Provincial Government did not get positive 
replies for its various regional cooperation invitations to Hong Kong during the first 
few years after 1997 and vice versa for Hong Kong's invitations to Guangdong in the 
last three years. Such relationship reached a deadlock situation that the 
cross-boundary bridge was in a slow progress. Localism and protectionism were also 
found. Both governments tried to take a dominating role in this cross-boundary 
bridge project but failed to get the cooperation from another government. 
Nevertheless, this situation got a breakthrough because the Central Government 
took a stronger role to coordinate the cooperation of all governments in this project. 
The SAR status of Hong Kong under "one country, two systems" that mentioned in 
the previous section also guarantees Hong Kong's strong role in leading the 
cross-boundary bridge project. Moreover, the SARs are facing many challenges and 
difficulties in the past few years especially Hong Kong SAR's economy has been hit 
very much. It is natural that the Central Government makes some special policies to 
help the economic recovery of SARs. As a result, many agreements and consensus 
have been reached between the Central Government and the SAR governments to 
foster economic development specifically. As the Hong Kong SAR Government took 
the "initiative" to propose the HZMB Project to the Central Government in 2002, the 
HZMB Preparatory Work Co-ordination Group was established with Central 
Government's approval and Hong Kong was assigned as the convener. Moreover, the 
name of the bridge is Hong Kong-Zhuhai-Macau Bridge with "Hong Kong" in front 
of "Zhuhai" but not Guangdong-Hong Kong-Macau Bridge or others. As sequence is 
important in Chinese culture showing the order and power of a person or a 
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government, the Central Government has conferred a leading role to the Hong Kong 
SAR Government on the bridge project. 
The above analysis reveals the problems and changing situations of the regional 
governance in the GPRD region. The situation is very complicated. The GPRD 
region is in short in regional development plans, common goals and consensus. 
There is limited interaction and mutual understanding among governments. These 
have resulted in much disputes and the slow progress of the cross-boundary bridge 
project until recently. The active participation of the Central Government and Hong 
Kong SAR Government leads to rapid progress recently. 
Private Sector in the Regional Governance Network 
Private sector is a major stakeholder in the cross-boundary bridge project besides 
governments, especially those enterprises in Hong Kong and Macau. They act as 
pioneers of the cross-boundary bridge project and make important contribution in the 
consensus building regarding the project in the society. Moreover, they are the 
possible contractors of this project. Some businessmen who share similar ideas and 
interests see regional cooperation as one of their objectives in the future development. 
Rather than working individually, they have established various organizations such 
as the 2022 Foundation. These organizations hold different activities and sponsor 
studies on the cross-boundary bridge and other regional issues. However, they only 
play a supporting role in the level of decision-making. The following factors explain 
the role of private sector in the regional governance network. 
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Business Linkage, Business Expansion and Relationship in the Region 
Hong Kong businessmen started their investments in the PRD region a couple of 
decades ago. They have built a well-established business network in the region since 
then. By their continuous exchanges and communications with both their PRD 
business partners and PRD governments, they understand the PRD situation and 
systems very well, even better than the Hong Kong SAR Government in some 
aspects (Yeung et al., 2004). The initial investments and economic activities have 
concentrated mainly in the eastern side of the delta. The expansion to the western 
side of the delta may increase the transportation cost of the freight movement. The 
construction of the cross-boundary bridge can shorten the driving distance and save 
the transportation cost. 
Relationship (guanxi) is a major factor that directs their investments in the region. 
The close family ties with their hometowns in the PRD region lead them to invest not 
only in various economic sectors but also in the social and education facilities of 
their hometowns. Their good relationship with PRD governments and the Central 
Government, and their political status in China facilitate their business developments 
and further investment in the region. They also raise their confidence and willingness 
to make long-term investments in the GPRD region. For example, all these inducing 
factors encouraged Sir Gordon Wu to act as an advocator of his LDYB and HZMB 
proposals in the early 1980s and 2000s respectively and to act as a "middleman" to 
communicate to the Central Government, Hong Kong Government and Zhuhai 
Government. 
118 
A Profitable Project 
From Sir Gordon Wu's proposals, to Macau Polytec Group's proposals and 
Victor Fung's proposal, many cross-boundary bridge alignments have been 
suggested by different businessmen. The reason that they are willing to carry out 
study and suggest proposals is the business opportunities of the cross-boundary 
bridge. Although the cost of construction will be very high, if the contractor is 
granted a long enough operation time, the cost can be recovered by the toll and profit 
can be generated. This issue is documented in the studies of these interested 
enterprises and scholars (Shiu and Yang, 2002a; 2002c). Moreover, if the project is 
eventually carried out, not only the bridge will be built, the connecting road networks 
and other accessories in Hong Kong, Macau and Zhuhai will also be built at the same 
time. Many enterprises and the whole construction sector will be benefited. On the 
other hand, once this bridge connects the two sides of the delta, it has been estimated 
that the business opportunities for Hong Kong businessmen in the western PRD will 
be increased greatly while businessmen in the western PRD can make use of Hong 
Kong's advanced logistics and the international port services at the same time. 
Studies by Tuan and Ng (2003) and Enright et al. (2003) support this estimation. 
The above two points explained why the businessmen and private sector have 
actively involved in the development of cross-boundary bridge proposals. However, 
they are not decision makers. From 1983 to 2004, governments did not share any 
decision making power with them in such regional development issues. Private 
sector is not mature in the regional governance network of the GPRD region. It is not 
the time yet for them to have their "real shows" in the present mechanism. It is 
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immature as, comparing with present western examples, the level of the participation 
of private sector in the decision making of the GPRD region is not as much as 
western models. Moreover, the interaction between businessmen in different cities is 
limited. Their participation and their voices have limited impacts due to the current 
top-down political system in Mainland China, the executive-led system in SARs, as 
well as the Chinese business culture. It can be described as a Chinese-style 
mechanism. 
Certainly, private sector has a close relationship with governments. Some of the 
businessmen are serving in the consultation posts in various committees. Their 
advices, ideas and proposals are useful inputs to the planning and decisions of 
governments. But this does not mean that they can share any decision making power 
with the government in the present political system. For example, there is no single 
businessman involves in the feasibility study and other preparatory works of the 
bridge in the HZMB Preparatory Work Co-ordination Group. Meanwhile, they do 
not make a strong request to enter the core body of decision making. Their business 
culture is to keep a stable and prosperous society for their business operations. They 
do not like an antagonistic environment that is full of conflicts. However, private 
sectors, especially those in Hong Kong and Macau, are influential in the 
development of the business activities, the society and the decision of governments. 
For example, the (unstable) housing policy of the Hong Kong SAR Government is 
closely related to the voices of a few large private real estate developers. Therefore, 
the supportive consensus in private sector is important for governments to lead the 
development of the bridge project successfully especially in Hong Kong SAR. 
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The sharp contrast of the market mechanism and the level of participation of 
private sector among Hong Kong, Macau and Guangdong is another reason of the 
immaturity. The voices and participations of private sector are mainly from Hong 
Kong and Macau, the capitalist societies, where different enterprises and market 
systems are well established. However, in the socialist market economy in Mainland 
China that has experienced the economic modernization in recent years, the market 
mechanism is still not well established and is different from those in Hong Kong and 
Macau. Not all economic activities are run under the market mechanism and the 
definition of economic activity is different. Also, in the PRD economic region or in 
China in general, non-public enterprises are usually not in the business of 
infrastructure construction. State-owned enterprises are still in many different sectors 
including infrastructure construction such as China State Shipbuilding Corporation or 
China Railway Construction Corporation. The relationship between these enterprises 
and local governments in Mainland China is different from that in Hong Kong and 
foreign examples of regional governance. 
Up till now, the development of the bridge project is at the stage of further 
feasibility studies and most of the works are carried out by governments and the 
commissioned research institutes. Only after the project is put out to tender, the 
interested private parties can bid for the contracts of the construction of the bridge 
and its accessories. 
Civil Society in the Regional Governance Network 
Civil society is a stakeholder with a large population size in the regional 
governance network. Their attentions and discussions range from the necessity of the 
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bridge to the choice of alignment and the management of the bridge. Different 
proposals have been suggested too, especially by scholars. There are different groups 
such as academics, the media and NGOs especially environmental protection groups. 
They are playing different roles in the cross-boundary bridge project. Academics 
work independently but with frequent exchanges with their counterparts in the region 
while green groups and media function locally in their own cities. Obviously, in the 
GPRD region, the groups of civil society are not the dominant stakeholders to lead 
the development of the cross-boundary bridge project, but their support is also 
important to the construction of the cross-boundary bridge similar to private sector. 
They play a monitor role and a think-tank role. The media is also a platform for 
publication and discussion. The following examines the roles of some groups in civil 
society. 
Academic and Professionals 
Researchers, scholars and professional sectors such as engineering play a very 
different role in the cross-boundary bridge project. They usually work as think tanks 
that provide new ideas to governments. They have raised many proposals and 
suggestions concerning different aspects of the cross-boundary bridge project. They 
have also held and participated in many conferences and forums all over the region. 
Although the linkage between civil society and private sector is not strong, some 
businessmen have commissioned local academics and research centers to carry out 
studies on the cross-boundary bridge project. Furthermore, some linkages are 
cross-boundary. This study finds that some Hong Kong businessmen commissioned 
some academics in the PRD region to carry out studies while Macau businessmen 
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commissioned Hong Kong's consultants similarly. This means that there are certain 
linkages between the academics/professionals and private sector in the region. 
However, their roles are not the same throughout the GPRD region. In 
Guangdong, studies by research centers and professional institutes are commissioned 
usually by governments. Results of the feasibility study of the cross-boundary bridge 
from such studies are important for the policy making of governments. Some 
researchers and scholars are also the major consultants of governments. Thus the 
view of government is sometimes similar to their opinion. Similar situation can be 
found in Macau. On the contrary, studies by researchers and scholars in Hong Kong 
are more self-initiated or commissioned by non-govemmental or private 
organizations. The influence of these studies on the government's policy making is 
unknown, as the current practice of the Hong Kong SAR Government emphasizes 
fairness and does not favor any specific stakeholder. Some researchers and scholars 
are the think tank for the Hong Kong SAR Government while some other 
professional groups have accused that the Hong Kong SAR Government is not 
willing to seek their professional opinion of the bridge. 
The Media 
In addition to ordinary news reports on the development progress of the 
cross-boundary bridge project, the media have massive coverage of the project. They 
have produced special columns and programmes on the project, arranged personal 
interviews with stakeholders, and given their own editorials and analyses. This is the 
present working characteristics of this industry. The media not only functions as a 
channel to release the latest information and details of the project to all people and 
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stakeholders, it also acts as an effective platform for stakeholders to introduce and 
justify their (new) proposals, to explain different policies about the development and 
to gain support from the society. It is also a good venue for debates such as the pro 
and con ideas. Moreover, the media have effectively created a positive atmosphere 
for the cross-boundary bridge project, through publishing a large number of letters, 
comments and analyses with positive and supportive opinions, especially during the 
year 2002 and 2003. Thus a consensus has been reached in the society that the 
construction of the cross-boundary bridge is beneficial to Hong Kong, Macau, 
Zhuhai as well as the whole region. The cross-boundary bridge project becomes 
popular among the public in the GPRD region. The role of the media is influential 
and effective. It cannot be replaced. 
Environmental Protection Groups 
The activities and role of them are shown clearly by their name. They concern 
impacts of the construction works of the cross-boundary bridge on the ecosystem of 
the landing points, coastal lines, the water current and the living area of Chinese 
White Dolphin in the Pearl River estuary. They have also criticized the EIA system 
and demand an effective joint-EIA among the Hong Kong SAR Government, the 
Macau SAR Government and the Guangdong Provincial Government. They also 
fight for more participation in monitoring the impact of the construction work on the 
environment. Among all, the groups in Hong Kong have the loudest voice and more 
influential. Their recent victory is that Sarah Liao, the Secretary for the Environment, 
Transport and Works, the Hong Kong SAR Government, agreed to open the HZMB 
Preparatory Work Co-ordination Group for the participation of green groups and 
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other NGOs of Hong Kong, to let them understand the system and progress ofEIA in 
Macau and Mainland China. 
Similar to the role of private sector, the role of civil society in the GPRD regional 
governance network is immature as both have similar background and culture. 
One of the important reasons is the traditional culture of the Chinese society. 
Civil society is usually obedient towards the leadership (Zhang, 2002), they are 
usually not intervene the government policies unless their interests and lives are 
directly or seriously affected, such as conflicts in the social and environmental 
aspects. They would rather involve in activities and businesses that earning their 
living. As mentioned in the previous section, present political systems do not accept 
the participation of non-govemmental stakeholders in the decision making, they are 
usually consulted only and can participate in the discussion and monitoring. 
Therefore, even though there are many research groups that are concerned with the 
cross-boundary bridge as well as other regional affairs in civil society, the main 
functions of these groups are for idea and experience exchanges. These groups are 
usually small and loosely structured. Green groups can only request but not force the 
governments to adopt the joint-EIA to the HZMB. 
There is also a spatial difference among Guangdong, Hong Kong and Macau in 
term of the character of civil society, such as the formation of NGOs. The media, 
NGOs and research organizations in Hong Kong and Macau are mainly operated 
privately with high degree of freedom. Any comments and opinions on the 
cross-boundary bridge can be raised. On the contrary, many media companies, NGOs 
and research organizations in Mainland China are either owned and operated by 
125 
governments and government-related authorities or closely related to the 
governments and the CCP. Their news reports, studies, personal opinions and 
activities are usually under the direction with very strict censorship by their own, the 
governments or the CCP. There is also a higher chance to be used as the tool for 
propaganda by the government. Thus civil society in Mainland China may not 
express their real opinions effectively on this cross-boundary bridge project and the 
pace of the development of civil society is slowed down. Interviewees D also 
commented that the activities organized purely by civil society without any 
involvement of the government could not effectively express their opinion to the 
government. This means that the imbalanced development of civil society in the 
region has resulted in the immaturity of these stakeholders in the regional 
governance network of the GPRD region. 
However, the support of civil society is still important and necessary, especially 
in Hong Kong and Macau and in some issues such as environmental impact. The 
supportive atmosphere facilitates a smooth progress of the cross-boundary bridge 
project and their monitoring on the environmental impacts guarantees sustainable 
development in the region. The impact of civil society is increasing over time in the 
regional governance. Decision makers are paying increasing attention to their voices 
and opinion. 
Discussion 
Similar to other international experiences in the construction of major 
cross-border infrastructure, the HZMB project is a showcase of the existing 
mechanism and problems of the regional governance in the GPRD region. 
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The same regional governance mechanism is also working in other regional 
issues, such as the "round-the-clock" operation of Lok Ma Chau/Huanggang 
Boundary Crossing (the "Boundary Operation") and the "Hong Kong, Guangdong 
and Macau Sports Exchange and Cooperation Agreement" (the "Sports Agreement"). 
As there are already frequent interactions and a large flow of people throughout the 
GPRD region in various activities including sports, the public consensus is to 
enhance the interaction and cooperation between the societies, demanding proper 
arrangements by governments. Some political parties as well as other stakeholders 
such as those from business sectors have also advocated better arrangements for 
cross-boundary activities in both formal and informal occasions for a long time. Most 
governments only have cautious rather than active responses and no consensus can 
be reached in initial meetings. The main reasons for such "cautious" responses are 
the necessity and urgency of specific policies for such cross-boundary issues, the cost 
and benefit to the society, and the objections and worries of some stakeholders, such 
as the concern that the implementation of the "round-the-clock" operation of 
boundary crossing may worsen Shenzhen's hotel business. 
After a series of discussions in the sessions of Hong Kong/Guangdong 
Co-operation Joint Conference and in other committees, the above "Boundary 
Operation" and "Sports Agreement" were finalized by governments of Hong 
Kong/Guangdong and Hong Kong/Guangdong/Macau in January 2003 and 
December 2003 respectively. Besides the successful coordination of the arrangement 
between governments, there are other important and favorable factors for 
successfully achieving these two arrangements. The Hong Kong SAR Government 
recognized that the increasing cross-boundary population flow and the new 
127 
investment chances after China entered into WTO had created a strong demand for 
the "round-the-clock" operation of boundary crossing. The four international sports 
games to be held from 2005 to 2009 in Hong Kong, Macau and Beijing provided an 
ideal opportunity to promote sports in the communities throughout the GPRD region. 
Certainly, the consensus of civil society on improving the boundary control policy 
and enhancing the regional cooperation in sports facilitated the implementation of the 
"Boundary Operation" and the "Sports Agreement". 
A general process of regional governance in the GPRD region can be 
summarized in figure 5.1. There are five stages. In the first stage, proposals and 
suggestions are usually made by some non-govemmental stakeholders. It is not 
possible to implement them in this stage but further discussions and studies are 
followed in the second stage. In the third stage, some dramatic events appear as 
inducing factors such as the entry of China into WTO and the successful bidding of 
Beijing to host Olympic Games in 2008. They stimulate hot debates in the society 
and help to reach consensus in stage four. The governments will then introduce 
policies and make arrangements for implementation in stage five. 
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Figure 5.1 A general process of regional governance in the GPRD region 
Definitely, the real situation is often more complex than the above general 
process and is full of challenges. For example, the responses to an initial suggestion 
may be weak. The degree of coordination among stakeholders affects the 
implementation of the suggestion/proposal. The effect of the inducing factors is also 
important. Thus the governance process for some proposals or projects may stop at 
certain stage if there is no adequate interest or no consensus can be reached. 
The government, private sector and civil society in Hong Kong SAR can be used 
to illustrate consensus building through interaction among them in the governance 
network. Certainly, the structure and the development of the urban governance of 
Hong Kong SAR cannot be projected to a regional scale for the regional governance 
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in the GPRD region. But the case of Hong Kong can reflect the strong leading role of 
the Hong Kong SAR Government. 
Although Sir Gordon Wu's LDYB proposal appeared as early as 1983，the 
British-Hong Kong Government did not response actively. The Zhuhai Government 
got the same passive reply to its LDYB proposal from the British-Hong Kong 
Government and the following new Hong Kong SAR Government in its first term. 
Sir Gordon Wu and other proponents from the private sector and civil society could 
not take any action facing such responses. It was impossible for them to build the 
LDYB privately without the approval of the Hong Kong Government. At that time, 
the general public in Hong Kong society did not have an urgent need for and a 
general consensus on the LDYB. Nevertheless, studies and discussions continued in 
Hong Kong. 
By 2002, some dramatic events occurred. They were the appearance of 
Guangdong's Zhuhai—Shenzhen Tunnel proposal and the formation of Hong Kong 
SAR Government of the second term with the change of principal officials. These 
two events significantly changed the attitude of the Hong Kong SAR Government 
and the atmosphere in the society. During these years, the economy of Hong Kong 
had not recovered from the 1997 Asian Financial Crisis yet and further economic 
restructuring was much needed. At that time, Sir Gordon Wu proposed GHMB, 
while other non-govemmental stakeholders proposed more proposals after 2001. 
The first dramatic event is considered a threat to Hong Kong's economy because 
Hong Kong could be marginalized by this tunnel. The second event, on the contrary, 
is considered an advantage for the Hong Kong SAR Government to promote further 
regional cooperation and integration of economic and social activities. The Hong 
130 
Kong SAR Government became active in studying the feasibility of the 
cross-boundary linkage. There were strong voices of the proponents and hot debates 
in the society facilitated by the mass media. The official advisory committees such as 
Advisory Council on the Environment and Transport Advisory Committee with 
non-govemmental stakeholder members also expressed their supports to the HZMB 
project. The society generally raised concerns on the way to have closer economic 
cooperation with the PRD region with less local protectionism, and was more 
confident of the "one country, two systems". Therefore, the Hong Kong SAR 
Government had no reason not to take the advantage of the supportive consensus in 
the society and took an initiative to propose the HZMB project to the Central 
Government. As the convener of the HZMB Preparatory Work Co-ordination Group, 
the Hong Kong SAR Government carried out more practical works together with the 
Guangdong Provincial Government and the Macau SAR Government. There is a 
general consensus among all governments that there is a need for HZMB although 
the consensus on all details of the HZMB is to be reached in the near future. 
In the case of Hong Kong side, it is found that Hong Kong SAR Government is 
leading the development of the bridge project. The voices of the non-govemmental 
stakeholders have certain influence on the government and the consensus among 
them is necessary. The Guangdong Provincial Government and the Macau SAR 
Government have a similar leading role in the development of the bridge project in 
their own societies. Thus the mode of government-led GPRD regional governance 
network is formed. 
However, two observations can be made regarding the problems of regional 
governance in GPRD region. First, various studies, discussion and coordination are 
131 
loosely organized in the region currently. A formal trilateral coordination among 
governments is lacking and the existing system, i.e., various cross-boundary 
committees, cannot handle various regional issues effectively. Second, there are 
inadequate formal and effective exchange channels among various governments and 
non-govemmental stakeholders. Most importantly, there are no common goals for 
the regional development strategy. The coordination may take a very long time with 
much uncertainty. Even though there is an ad hoc working group for the HZMB 
project currently, it is temporary and project-oriented initiated mainly by the Central 
Government rather than the local governments in Guangdong, Hong Kong and 
Macau. 
In order to tackle these problems, some improvements should be made around the 
four factors that are related to regional governance. The regional major infrastructure 
can be the first area to try such improvement. It is worth considering establishing a 
permanent GPRD major infrastructure committee. Both governmental and 
non-govemmental representatives should be members of this committee. This 
committee can be a platform for various stakeholders to discuss, coordinate and 
regulate the development of major infrastructure in the GPRD region especially those 
linking various cities. The committee can make a master plan to guide the 
development of major infrastructure to improve the structure and efficiency of the 
major infrastructure in the GPRD region. Once the mechanism becomes more mature, 
the committee can even be upgraded to a formal authority with legal power. Various 
plans can be implemented and monitored by this authority instead of various local 
governments. However, the details of such institutional arrangement may be the 
focus of further research. 
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Summary 
According to the analysis and discussion in this chapter, the existing regional 
governance of the GPRD region has two characteristics. First, it is a government-led 
network. Second, the support of non-govemmental stakeholders is important and 
necessary for reaching social consensus especially in Hong Kong and Macau but 
they are immature. 
Given the existing political system, the governments (the Central Government, 
Guangdong Provincial Government, Hong Kong SAR Government and Macau SAR 
Government) lead and control the development of the cross-boundary bridge project. 
However, these governments lack proper coordination and consensus on the 
cross-boundary bridge project. The relative power and expected benefits of various 
governments affects the progress of the cross-boundary bridge project. As it is a 
large-scale project involving the benefits of various stakeholders, the allocation of 
interests is a main issue in the development process. The attitudes and decisions of 
leadership, and the involvement of the Central Government are also important. In the 
early 1990s, the Zhuhai Government was the most active proponent of the LDYB 
while the Hong Kong Government played a passive and indifferent role in this issue. 
After the reunifications of two SARs, the power and the leading roles of the Central 
Government and Hong Kong SAR Government in the bridge development are 
strengthening. The Hong Kong SAR Government took the "initiative" to propose the 
HZMB project to the Central Government in 2002. At the time of writing, no 
consensus has been reached among the governments about the final scenario of the 
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cross-boundary bridge. It is likely to be decided by the Central Government taking 
into consideration the special interests of two SARs. 
On the other hand, it is found that the support of non-govemmental stakeholders 
is important and necessary for reaching social consensus especially in Hong Kong 
and Macau. But the private sector and civil society are immature in the GPRD 
regional governance network although they are active in the development of the 
cross-boundary bridge project. First, the role and power of civil society are different 
in Hong Kong, Macau and Guangdong due to different political background. Second, 
the traditional Chinese culture does not strongly encourage the private sector and 
civil society to actively involve in the decision making level and they do not have a 
strong interest to do so. They would prefer to be the pioneers to study and propose 
development projects for further consideration of governments as well as a force to 
influence governments. Therefore, not many of them can play decisive role in the 
Bridge project and they participate mainly as consultation and monitoring. This is a 
Chinese-style mechanism. 
In short, there is still much room to improve the regional governance of the 
GPRD region. Improving existing regional governance network is necessary. The 
improvement should aim at including the non-govemmental stakeholders in decision 
making, strengthening the understanding and the cooperation of various stakeholders, 
strengthening the relation and interaction of governments, improving the planning 
and development of major infrastructure in the region under a master plan, and 




Context of the Study 
Regional governance is an important issue in the GPRD region as well as other 
regions in the world. There are different models of regional governance. It is 
important to pay attention to the unique context of regional governance in each 
region and the spatial and temporal differences among various regions. Different 
regional governance models with varying degree of effectiveness are resulted from 
different political systems, economic mechanisms, social developments as well as 
different histories and cultures in various regions. 
Nevertheless, a general development trend is that the traditional urban and 
regional governments can no longer deal with various economic, social and other 
issues alone without the participation of non-govemmental stakeholders. More 
problems and issues are also found in a regional scale. The traditional management 
role of government is changing. Cooperation with non-govemmental stakeholders as 
well as other governments in a region is needed in various forms such as informal 
arrangements, public-private partnership and the establishment of a regional 
authority. 
After a general review of the concept of regional governance, Chapter two 
examined some foreign and mainland Chinese experiences of regional governance, 
such as the regional governance in Oresund region, Randstad and Yangtze River 
Delta. Although these experiences vary from case to case, factors for successful and 
smooth operation of the regional governance can be summarized based on these 
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cases. They include the advantage of common backgrounds, having common goals 
and consensus, involving various stakeholders for participation, making a master 
plan to guide the whole region strategically, and establishing a proper institutional 
platform for regional governance. Many of them also represent good practices. 
Geographically, Hong Kong, Macau and the PRD Economic region locate in the 
same river delta that is a natural region. There are close ties of people and they share 
the same history and culture. In the past two decades, the whole region has been 
experiencing rapid economic growth with the division of industrial sectors. 
Complementary relationships and a close economic network have been formed 
especially among private sectors among cities as well as between Hong Kong private 
sector and PRD governments. The cross-boundary flows of people, vehicles, goods, 
information and capital have expanded greatly indicating increasing connections in 
GPRD region. 
The increasing cross-boundary interactions need suitable cross-boundary 
infrastructure and transport services in the GPRD region, especially road transport. 
The coordination of policies and development strategies between stakeholders, 
especially among governments are required. But existing coordination is not 
effective. Nowadays, Hong Kong, Macau and the PRD Economic region are 
regarded as an integral GPRD region, at least on economic aspects. Facing increasing 
competition from other regions in China as well as the world, effective regional 
cooperation and coordination are necessary. The proposal of the cross-delta bridge, a 
cross-boundary major infrastructure project in the GPRD region, is regarded as an 
important construction project to facilitate the economic activities and development 
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of the region. It is also a useful tool to review the regional governance of the GPRD 
region. 
Major Findings 
This study is focused on the issues of regional governance using the 
cross-boundary bridge project as a case study. This study categorizes all 
cross-boundary linkage proposals into four alignments — the North scenario, Middle 
scenario, South scenario and the Tunnel scenario, which mean different advantages 
and disadvantages to various cities and stakeholders. For example, Hong Kong and 
Macau do not favor the North scenario and Tunnel scenario because two cities would 
be marginalized that their economic development may be affected. There are five 
main debates and arguments of the cross-boundary bridge: 
1. The necessity of this cross-boundary linkage; 
2. Debates on the advantages and disadvantages of the LDYB and the HZMB; 
3 • The development of a container port next to the HZMB in Hong Kong; 
4. Arguments about the possibility of including a railway on the HZMB; and 
5. The concern on the EIA of the cross-boundary bridge by green groups. 
The above debates and arguments among various stakeholders reflect their 
positions according to own interests. There are evidences of localism and 
protectionism. It is hard to reach consensus especially in early years as many issues 
and aspects of the cross-boundary bridge need good coordination among 
stakeholders. 
Five stages of the development of the cross-boundary bridge project are 
identified with different degree of participation of various stakeholders. In Stage One 
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(1983-1989)，Sir Gordon Wu advocated the first proposal in 1983 but governments 
and other stakeholders did not show active responses. In Stage Two (1989-1997)，the 
Zhuhai Government proposed the LDYB proposal in 1989 and the Central 
Government approved listing the project in 1997. However, the LDYB did not get 
any positive response from Hong Kong and Macau. In Stage Three from 1997 to 
2002, the Zhuhai Government's project was shelved and various stakeholders made 
many new suggestions during this stage. The reunification of Hong Kong and Macau 
to China did not speed up the development of the cross-boundary bridge project. 
There was no consensus on the cross-boundary bridge among governments. In Stage 
Four from 2002 to 2003, a general consensus was reached in the society especially in 
Hong Kong due to the continuation of the weak economy of Hong Kong, the threat 
of Guangdong's Tunnel Proposal as well as an active role of the media. The Hong 
Kong SAR Government at the same time realized the importance of HZMB to Hong 
Kong and proposed the HZMB proposal to the Central Government. The Central 
Government approved the creation of the HZMB Preparatory Work Co-ordination 
Group (the Co-ordination Group) in August 2003. However, non-govemmental 
stakeholders did not have any representative in this group. In Stage Five from 2003 
to 2004，governments were coordinating various issues of the HZMB in the 
Co-ordination Group. A consensus was reached among governments about the 
importance of the HZMB and a formal feasibility study was carried out. 
According to this study, the existing regional governance of the GPRD region has 
two characteristics. First, it involves a government-led regional governance network. 
Second, the support of non-govemmental stakeholders is important and necessary for 
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reaching social consensus especially in Hong Kong and Macau but they are 
immature. 
Given the existing political system, the Central Government, Guangdong 
Provincial Government, Hong Kong SAR Government and Macau SAR Government 
lead and control the development of the cross-boundary bridge project. The Central 
Government and Hong Kong SAR Government play the most important roles in the 
development of the HZMB project. However, these governments lack proper 
coordination and consensus on the project. The relative power and expected benefits 
of various governments affects the progress of the project. The attitudes and 
decisions of leadership, and the active involvement of the Central Government are 
also important. 
On the other hand, it is found that the support of civil society is important and 
necessary for reaching social consensus especially in Hong Kong and Macau. Private 
sector and civil society are the pioneers. Their influence on governments is 
increasing over time. The interactions among these two stakeholder groups are varied. 
There is little response on the cross-boundary bridge project from the private sector 
in the PRD region while Hong Kong businessmen and academics in the GPRD 
region are active and with frequent exchanges of ideas. 
Private sector and civil society are immature in the GPRD regional governance 
network although they are active in the development of the cross-boundary bridge 
project. First, the role and power of civil society are different in Hong Kong, Macau 
and Guangdong due to different political systems. Second, the traditional Chinese 
culture does not encourage the private sector and civil society to actively involve in 
the decision making level and they do not have a strong interest to do so. They would 
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prefer to be the pioneers to study and propose development projects for further 
consideration of governments. They are the force to influence governments. The 
cross-boundary bridge project is a good case for understanding the mechanism of 
regional governance of the GPRD region. Although the GPRD region has an 
advantage of common backgrounds, it is in short in four factors that are important for 
successful and smooth operation of the regional governance. For example, the GPRD 
region lacks common goals and consensus among various stakeholders. Then, how to 
reach common goals and consensus among stakeholders? When and in what situation 
can common goals and consensus be reached? 
Figure 5.1 in previous chapter presents a general process of regional governance 
in the GPRD region. There are five stages. In the first stage, some non-govemmental 
stakeholders make proposals and suggestions. It is usually difficult to implement 
these proposals and suggestions in this stage but further discussions and studies are 
followed in the second stage. In the third stage, some dramatic events appear as 
inducing factors. They stimulate hot debates in the society and help to reach 
consensus among various stakeholders in stage four. The governments will then 
introduce policies and make arrangements for implementation in stage five. 
Definitely, the real situation is often more complex than this general process and 
is full of challenges. For example, the responses to an initial suggestion may be weak. 
The degree of coordination among stakeholders affects the implementation of the 
suggestion/proposal. The effect of the inducing factors is also important. Thus the 
governance process for some proposals or projects may stop at certain stage if there 
is no adequate interest or no consensus can be reached. 
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The government, private sector and civil society in Hong Kong SAR is used to 
illustrate consensus building through interaction among them in the governance 
network. Although Sir Gordon Wu's LDYB proposal appeared as early as 1983, the 
British-Hong Kong Government did not response actively. The Zhuhai Government 
got the same passive reply to its LDYB proposal from the British-Hong Kong 
Government and the following new Hong Kong SAR Government in its first term. 
By 2002，some dramatic events occurred. They were the appearance of 
Guangdong's Zhuhai—Shenzhen Tunnel proposal and the formation of Hong Kong 
SAR Government of the second term with the change of principal officials. These 
two events significantly changed the attitude of the Hong Kong SAR Government 
and the atmosphere in the society. During these years, the economy of Hong Kong 
had not recovered from the 1997 Asian Financial Crisis yet and further economic 
restructuring was much needed. 
The Hong Kong SAR Government became active in studying the feasibility of 
the cross-boundary linkage after 2001. There were strong voices of the proponents 
and hot debates in the society. The society was generally in favor of closer economic 
cooperation with the PRD region. Therefore, the Hong Kong SAR Government, 
taking the advantage of the supportive consensus in the society, took an initiative to 
propose the HZMB project to the Central Government. The strong support from the 
Central Government gives a green light for rapid progress of the HZMB project. 
However, the general process of regional governance in the GPRD region can be 
strengthened. A permanent GPRD major infrastructure committee can be established 
to coordinate the major infrastructure development in the GPRD region. It would be 
a platform for governmental and non-govemmental stakeholders to discuss, 
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coordinate and regulate the development of major infrastructure in the GPRD region 
especially those linking various cities. A master plan can be made by the committee 
to guide the development of major infrastructure to improve the structure and 
efficiency of the major infrastructure in the GPRD region. It is also possible to 
upgrade the committee to a formal authority with legal power. 
Suggestions for Further Research 
This thesis studies the development of the cross-boundary bridge from the 
perspective of regional governance in the GPRD region. It finds that the regional 
governance of the GPRD region is evolving and the relationship between cities in the 
region becomes closer. There are various informal communication and cooperation 
channels for stakeholders in the region. However, the formal governmental channels 
lag behind the economic and social development in the GPRD region. There are the 
Hong Kong/Guangdong Co-operation Joint Conference, the Guangdong/Macau 
cooperation mechanism and the HZMB Preparatory Work Co-ordination Group etc. 
but there is no permanent trilateral mechanism for Guangdong, Hong Kong and 
Macau to deal with various regional issues. It is important to study the necessity of 
any trilateral mechanism for the GPRD region. The formation, operation and 
function of this trilateral mechanism as well as its impact on the coordination and the 
formation of consensus among stakeholders are worth studying. 
On the other hand, the present formal mechanisms are only for the participation 
of governments. However, in many foreign experiences, private sector and civil 
societies are important and are well represented in various official regional 
mechanisms. The influence of non-govemmental stakeholders in the GPRD region is 
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rising. It is worthwhile to study the participation of non-govemmental stakeholders 
in the future and how the governments work with non-govemmental stakeholders in 
regional as well as urban affairs. 
One more significant angle to study the stakeholders is the participation unit of 
the government. In this study, the author finds that the hierarchical political system in 
China has great impact on the regional governance. The Central Government 
dominates the Mainland side. It attempts to coordinate the decision making of the 
HZMB project with the Hong Kong SAR Government and Macau SAR Government. 
Even though the Guangdong Provincial Government works with the Hong Kong 
SAR Government and the Macau SAR Government in the HZMB Preparatory Work 
Co-ordination Group, the roles of Guangdong Provincial Government and Zhuhai 
Government are limited in the HZMB project. If there is a GPRD major 
infrastructure committee, can prefecture-level cities and county-level cities be 
allowed to join the committee other than the Central Government and the Guangdong 
Provincial Government? The unit of participation and the allocation of political 
power are worth further study. 
Recently, the cooperation of the Pan-PRD region becomes a hot topic in South 
China. As a concept initiated by the Guangdong Provincial Government, the scale of 
Pan-PRD region is much larger than the scale of GPRD region. Such concept 
changes the internal way of development inside Guangdong and improves 
Guangdong's economic linkage. It extends Guangdong's hinterland outside 
Guangdong boundary to other eight provincial units, viz. Fujian, Guangxi, Guizhou, 
Jiangxi, Hainan, Hunan, Sichuan and Yunnan, as well as continues to strengthen the 
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cooperation with Hong Kong SAR and Macau SAR. More stakeholders, more 
activities and more issues are also involved for cooperation and coordination. 
Among all, the development of transport infrastructure is one of the major 
focuses of the Pan-PRD regional cooperation framework agreement. The agreement 
states clearly that the road and railway connection among nine provincial units and 
two SARs should be strengthened to form an efficient network. Moreover, the 
agreement pays special attention to the HZMB, the whole procedure (planning, 
argumentation and construction) of the HZMB will be sped up. Central authorities 
expressed their supports that the NDRC will include the Pan-PRD major 
infrastructure development in the Eleventh Five-Year-Plan and the MOC will 
establish a high efficiency road network and a water transport network in the 
blueprint. Therefore, we can expect that the transportation network and the spatial 
structure in South China will have a significant improvement in the coming future. 
Such improvement will influence the urban and regional development and compress 
the spatial distance of the region. On the other hand, under the present administrative 
system, the interaction of nine provincial units and two SARs, the coordination and 
decision-making among governments, as well as the participation of the private 
sector and civil society in these projects would be some important topics for further 
regional governance research. 
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